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WINNING THE WAR 

Indications, noted in our Washington corre- 
spondence, that there is beginning to be doubt in 
higher quarters as to the efficiency and adequacy 
of the methods employed by the Railroad Admin- 
istration and as to its success in operating without 
causing unnecessary hardships and friction, are not 
wanting. They may be imaginary indications or, 
even if real, they may result in little or nothing 
tangible. The main thing, however, is that events 
of the last few weeks have given rise to thought, 
and serious thought, we believe, cannot help but 
cause some changes in the way things have been 
done. 

Without in the least meaning to impugn the 
motives of those who may seek to have things put 
tight, but merely in recognition of the fact that 
even the greatest of us are human, it may be said 
that perhaps not the least of the considerations 
that may cause the powers to stop, look and listen, 
and possibly alter their course in some respects, 
is that nobody—except, perhaps, the people who 
are doing it—seems entirely satisfied with what is 
being done. To satisfy a reasonable number of 
people a reasonable part of the time may by some 
be held merely a motive going to political strength, 
but it is something more than that. It is the peo- 
ple whom our elected officers are supposed to serve 
and to satisfy them, then, ought to be considered 
ahigh duty. The people may be wrong, of course, 
but at least they are entitled to a hearing and to 
consideration of their views. 

When the government took over the railroads it 
did so with the approval of most of us. It was 
tealized that in the interest of moving troops and 
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munitions promptly and in order to get the essen- 
tial business of the country accomplished, in so 
far as transportation was necessary, there must be 
unification of railroad control. The railroads 
themselves had understood this and had attempted 
that unification. But they could not achieve it in 
the degree necessary and the government had to 
step in. 

But those appointed to administer our transpor- 
tation business under government control have, in 
great measure, apparently, forgotten, if they ever 
understood, the purpose of that government con- 
trol. It is that of which we complain and it is that 
which is responsible for the discontent on every 
hand. 

Business was prepared for some discomforts and 
hardships as a result of the application of the ab- 
solute rule of efficiency, but it has been wrought 
up greatly by what it considers unnecessary in- 
creases in rates or ill-advised methods of applying 
them; arbitrary methods of putting such imcreases 
and other changes into effect without due consid- 
eration or opportunity for them to be heard; and 
attempts of railroad men with whom the Director- 
General has surrounded himself to “put over” vari- 
ous schemes which shippers declare unfair, which 
have been discredited in the past, and which those 
affected can by no stretch of the imagination con- 
ceive to be necessary in the winning of the war. 
In short, business feels that it has insufficient rep- 
resentation in Railroad Administration councils 
and is being unfairly dealt with in many respects. 


The railroads, though naturally somewhat 
aggrieved as an institution that it should be 
thought necessary to take control of the properties 
out of their own hands, were nevertheless, in the 
main, convinced that the move was necessary in 
the war emergency and they submitted gracefully, 
apparently prepared to perform with alacrity their 
duties under government management. It might 
be supposed that railroad men would rejoice in the 
increases in rates which government management 
has brought about after so many years of failure 
on their own part, but their joy is tempered and 
in many cases altogether destroyed by the fact 
that the railroad man, when he has not been 
actually discharged, has had his salary cut, or his 
duties circumscribed, or his future threatened to 
the point that, whatever he may say in public, in 
private he is a most discouraged man. Of course, 
this feeling affects his efficiency, which is one of 
the things the Railroad Administration seems to 
have overlooked in its scheme of things. 

It might be thought that, however these railroad 
men might feel, the security holders—the real 
owners of the railroads—would at least be happy. 
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But are they? In the first place, what they may 
earn is limited to the average return for the last 
three years. In the second place, the Railroad Ad- 
ministration has limited in many respects expendi- 
tures from operating revenue so that out of this 
return allowed to the stockholders they must pay, 
from their own pockets, for many of the things 
which, as owners of the rail properties, they have 
in the past considered and still consider necessary. 
Such, for instance, are the salaries of railroad 
presidents whom the government may not choose 
to appoint as federal managers. In the third place, 
though the contract for the compensation of the 
roads is not yet completed between them and the 
government, the government proposes that even 
the compensation it allows them, based on the 
average return for the last three years, and de- 
pleted by expenditures (such as the salaries of cer- 
tain presidents) which the stockholders think it 
good business to make, but which the Railroad 
Administration refuses to allow, must be expended 
under government direction in so far as extensions 
and betterments are concerned. In other words, 
though the stockholders would have a certain in- 
come, allowed them by the government, they must 
spend it if the government tells them to and they 
must spend it as the government directs. So the 
owners of railroad stocks are not pleased. 

About the only person we can find who is 
pleased—outside of those who really do not know 
or realize the course things are taking and who 
assume that whatever the government does is well 
done and is necessary on account of the war, and 
except, probably, the men who are directing that 


course—is the advocate of government ownership. 
He throws up his hat because the government has 


taken the reins and neither railroad official nor 
stockholder avails to affect its plans. He glories 
in the recent order for increased wages (more than 
paid for out of the pockets of business in increased 
rates), bragging that that is the way government 
ownership works. Even his joy, however, is a lit- 
tle cooled by the fact that rates, which he always 
contended would be low under government owner- 
ship, are going to unheard of heights under gov- 
ernment operation, ard even he is sensible enough 
to understand that it is somewhat of a job to lower 
rates once they have been advanced. His glee 
will vanish entirely if a good showing of efficiency 
is not made under government operation, for on 
that issue alone can he hope to win. If govern- 
ment operation fails to move the business—to de- 
liver the goods—not merely as well as it was done 
before, or “pretty well under the circumstances,” 
but with an efficiency approaching the absolute, 
then the cause of government ownership must fail. 


The only thing that could reconcile us to the 
knowledge that those at the head of our present 
government believe in government ownership and 
are trying to bring it about would be a realization 
on their part that if they are to bring it about they 
must discharge ably their present task of moving 
traffic in this time of war and their consequent per- 
forming of that task with credit. Opposed as we 
are to government ownership, we want the war 
won as much as anybody and we want the trans. 
portation phase of it conducted successfully. If 
its successful conduct is an argument for govern. 
ment ownership, let us have it anyhow. We are 
not looking for arguments, but for success. 

In line with what we have been saying comes 
the statement of A. H. Smith, regional director 
of eastern roads, showing what has been accom- 
plished in his district under government operation, 
We hope it is all true and more also. There is no 
reason on earth why it and more should not be 
true there and everywhere in the country if the 
Railroad Administration will devote its time and 
its efforts to bringing about reforms like those 
described in Mr. Smith’s report instead of trying 
to do a lot of things more or less unfair or ur- 
necessary or which, at best, have nothing whatever 
to do with winning the war. 


McADOO AUTHORIZES RATES 


Washington, D. C., June 21—Late Bulletin—tThe Di- 
rector-General has authorized the publication of joint rates 
between all points in Pacific Coast and Intermountain ter- 
ritory on the one hand and points in territory east of the 
Mississippi and south of the Ohio on the other at the 
same figure as effective in corresponding territory north 
of the Ohio. The existing rate adjustment in territory 
east of the Mississippi and south of the Ohio to and from 
Pacific Coast and Intermountain territory is made up gel- 
erally by combination of proportional rates east and west 
of the Mississippi, which make considerably _ higher 
through rates than to the corresponding territory north 
of the Ohio River. The new adjustment will better enable 
manufacturers in the southeastern states to reach the 
Pacific Coast in competition with their northern competi- 
tors. 

Express Contracts Completed. 

Contracts providing for the ‘consolidation of the express 
companies and the employment of the consolidated com- 
pany by the Railroad Administration were completed Juné 
21 through the ratification thereof by the directors of the 
express companies. That left only the physical act of 
attaching signatures to complete the transactions. About 
the time the contracts are in effect the Commission is 
expected to hand down a decision allowing a ten per cent 
increase in rates. 
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Current Topics 
in Washington 





Railroad Administration’s Change 
of Heart.——Director-General McAdoo’s 
announced desire to humanize the 
railroad business, expressed unoffi- 
cially in connection with his state- 
ment of June 16, evoked amens from 
the shipping side of the business. 
There is a feeling in that part of the 
business that a good deal of human- 
izing had been done before the Di- 
rector-General made his address to 
the public, for that is what the announcement really 
amounted to. For instance, it had finally become possible 
for the shipper to tell an official of the Railroad Admin- 
istration that he was “dead wrong” about something and 
thus attract the serious attention of the official, instead 
of merely provoking a flippant rejoinder. The trouble, it 
may be suggested, has -been a failure to recognize the 
fact that the railroad business consists, not merely of the 
operating officials, now employes of the government, and 
the men who run the trains and collect the money, but 
also that part of the public called the shipper. It was 
and is all right for Mr. McAdoo and the members of his 
staff to devote themselves to questions of wages and sal- 
aries and the formulation of rate tables, but no matter 
how important those things are, the work that really 
counts is that which enables the public to do business. 
It is fun, perhaps, to ignore the boss for a time, but in 
the end the boss has his way. Ultimately the public will 
have its way and wages and rates agreed on without re- 
gard to the wishes and ability of the bass to. pay, will 
have to come down and that, too, possibly before the 
end of the war is in sight. The novelists and literary men 
have depicted Napoleons of all kinds as men who, out of 
the air, have obtained the inspiration to issue correct or- 
ders as fast as stenographers could write. As a matter 
of fact, the real Napoleon never worked that way. He 
found out the essential facts about a thing before he 
acted at all. The imitation Napoleons, from which list 
government officials need not all be excluded, have acted 
on ex parte information or in the light of clear, cold, ab- 
stract reason, which is the poorest guide of all. The Rail- 
road Administration is now coming down out of the 
clouds, it would seem, and gathering some of the informa- 
tion it should have had in hand before General Order No. 
28 was issued. That is the meaning of the supplements 
and interpretations that have been coming out, notwith- 
standing the statement that no changes would be made 
Prior to the effective date. Luther M. Walter and Paul 
Hastings, it may be remarked, without desiring to make 
odious comparisons, are entitled to a good deal of credit 
from the shippers and their representatives. They may 
have been deputed by those higher up after the latter 
began realizing that something must be done to still the 
clamor, but after they were deptued, they undoubtedly 
told those who had sent them that modifications must be 
Made if the whole transportation machine was to be kept 
from breaking down. It is not yet certain that there will 
be no bad effects, but at least the number of them will 
hot be as large as at one time threatened. 








Duplication of Railroad Regulation Work.—As most men 
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on terms of familiarity with rate regulation see it, Con- 
gress, in depriving the Commission of the suspension 
power, made just another provision for the duplication of 
work by the executive branch of the government. The 
Food Administration’s work could have been done by the 
Department of Agriculture, which has charge of the en- 
forcement of the food and drugs act, the meat inspection, 
oleomargarine, and twenty-eight-hour laws. The Bureau 
of Mines and Geological Survey have the men and ma- 
chinery for doing everything the Fuel Administrator does. 
The Treasury Department has the men and machinery 
for the work of the import and export trade boards, sup- 
plemented by the Department of Commerce, which in it- 
self was largely a duplication of the Treasury Department. 
The work of the Railroad Administration could have been 
done by the Interstate Commerce Commission, which is 
the only body that had any idea of the two sides of the 
transportation problem. Each one of the branches of the 
government would perhaps have had to call in men of 
larger caliber than those usually found holding govern- 
ment offices, but that would probably have been easier 
than the creation of new agencies. The particular dupli- 
cation in mind is the holding of conferences between ship- 
pers and representatives of the Railroad Administration 
such as took place when the petroleum men appeared 
before Director Prouty June 15 and earlier days, and the 
sand, gravel, brick, tile and cement men appeared before 
Luther Walter and Paul Hastings June 18. They were 
doing exactly the same work that has heretofore been 
done by the fifteenth section board. Autocratic proceed- 
ing against the enemy is the only way to deal with them, 
but the Americans who pay transportation charges, it may 
be suggested, are not yet to be classed as enemies. Vic: 
tories over them, it may be submitted, will not help the 
army toward Berlin “and points east.” One of the com- 
monest declarations in business meetings before the war 
was that the enemy government encouraged business en- 
terprises, even to the extent of ordering combinations 
that would be a flouting of the Sherman law, while the 
American government usually kicked business in the shins. 





Continuance of Railroad Figures.—Continuance of the 
Bureau of Railway Economics, at the expense of the cor- 
porate funds of the railroad companies and not as part 
of the operating expense, means the continuance of the 
statistics of physical operations on the same basis for a 
whole year under government control. Every man who 
ever had anything to do with a general advanced rate 
case knows that one year is too short a’period to show 
tendencies beyond a doubt, but one year’s figures are much 
better than for six months or none at all. The Railroad 
Administration decreed the death of the bureau, as a 
statistical organization, July 1. That, it is believed, would 
have been a serious loss to that part of the public which 
is the agent for the whole public in the payment of the 
cost of transportation. Government statisticians are ac- 
curate, but when government officials are depending or 
justifying themselves in the eyes of the payers of bills, 
fearful and wonderful things can be done with figures. 
Figures can be used so as to show to the uninformed a 
surplus where there is actually a deficit, or so few dollars 
that they are not worth considering in trying to arrive 
at the true state of affairs. Unless employes of railroads 
are actually forbidden to give figures, the bureau will be 
able to present monthly statistics to show whether the 
increase in the number of tons carried is really worth the 
extra number of dollars spent in carrying them. That 
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is the query that most interests the man who pays the 
dollars. 


Import and Export Rates.—The twenty-one months after 
the elose of the war, it is believed, will be the most in- 
teresting in the experiment of government operation of 
railroads. When the millions of men now fighting are 
again working will come the trial. Assuming that the 
cancellation of import and export rates will continue until 
the peace era of government operation arrives, it will be 
interesting to watch the contests between the two schools 
of economic thought. One thinks it is better for the country 
to buy where it can buy cheapest, even if that policy does 
send American dollars to places where they will not neces- 
sarily buy American goods. The other thinks that where 
there is a margin as high as fifty per cent on low priced 
goods, it is more profitable in the end to keep American 
dollars where their possessors must spend them with Amer- 
icans. Import and export rates lower than domestic 
were made for commercial reasons. The export rates on 
iron and steel were made at a time when the steel in- 
dustry was on its back and gasping for breath. The low 
import rates, as a rule, were made for the benefit of 
American consumers who thought the prices of American 
goods were too high and that it would be good policy to 
bring in foreign goods to beat down the American price. 
The eastern interior wants low import rates on rice, be- 
cause it eats but does not produce rice. It objects, how- 
ever, to import rates on wheat, corn and manufactured 
articles. The Twin Cities, in times past, have preferred 
Belgian to Pittsburgh plate glass and got that commodity 
on extremely low rates via New Orleans, as may be 
learned from the record in the Pittsburgh glass case, in 
which the Illinois Central justified its low import rate on 
the ground of competition via the St. Lawrence and the 
Great Lakes. Louisiana, Texas and Arkansas object to 
low rates on rice from New York, because they have rice 
to sell in Central Freight Association territory. The 
higher rates on rice from the southwest were easily justi- 
fied as non-discriminatory by a showing that the low rates 
from the east were not made by them. The Central 
Freight Association lines objected to the equalization of 
New York and New Orleans, by the Southern, because 
they obtained greater revenue, as divisions, hauling to the 
east than toward the Ohio River. But can the Railroad 
Administration make low import rates on rice from New 
York to the middle west and refuse to give the south- 
western rice growers as low rates, on any such grounds 
as were used in justifying the disparity when the south- 
western rice growers tried to keep the foreign rice from 
being dumped in their front yards? Can it say it was 
forced to make such low rates from the east by the wicked 
Pennsylvania and New York Central? And if it refuses 
to make concessions to the importers and exporters, what 
will they have to say about it to the men in Congress 
who support it and its works? A. E. H. 


COMMISSION ADOPTS PROCEDURE 


The Trafic World Washington Bureau. 

As the answer to inquiries about cases before it, the 
Commission June 20 made this announcement: 

“The act for the federal control of railroads and certain 
recent orders of the Director-General have raised questions 
regarding the status of some of the cases before the Com- 
mission attacking rates not initiated by the U. S. Railroad 
Administration. Inquiry has arisen how far the exist- 
ence of rates initiated under section 10 of the federal con- 
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trol act will limit or preclude the Commission from mak. 
ing lawfully effective orders in proceedings brought prior 
to such initiation of rates. 

“The Commission has always lent its active assistance 
to the settlement of complaints and difficulties between car. 
riers and shippers through informal adjustment. Thou. 
sands of complaints and difficulties have been thus dis. 
posed of. There seems every reason why, under federal 
control, that policy should be continued with reference to 
complaints involving rates initiated by the U. S. Railroad 
Administration. Such action on our part would seem to 
be mandatory under section 8, of the federal control act, 
and we intend to accord our advice, assistance and co-opera- 
tion to that end wherever possible. We understand that 
the Director-General is in accord with this plan of com. 
posing difficulties as regards rates initiated by the U. §, 
Railroad Administration. 


“Failing such efforts to compose difficulties or settle 
causes of complaint informally, the Commission is required, 
under section 10 of the federal control act, upon complaint, 
to enter upon a hearing concerning the justness and rea- 
sonableness of so much of any order made thereunder as 
establishes or changes any rate, fare, charge, classification, 
regulation or practice of any carrier under federal control. 

“Save for the applicable provisions of this statute the 
jurisdiction of the Commission remains what it has been 
in the past. The Commission has not made and cannot 
make any committment which will preclude its full exer- 
cise of the jurisdiction vested in it. 


“A rate initiated by the U. S. Railroad Administration 
cannot be lawfully altered by the Commission except on 
complaint after hearing, at which the U. S. Railroad Ad- 
ministration is entitled to be heard. 


“It follows that inasmuch as a new freight rate structure 
becomes effective June 25 next, some of these rates might 
conflict with orders which the Commission might enter 
prescribing rates for the future, even though the orders 
were entered on the basis of the recordsgin complaints now 
pending before us. It seems, however, that in certain 
cases the Commission can make lawfully effective orders 
in proceedings brought prior to such federal initiation of 
rates. Thus, any pending complaint, where the complain- 
ant desires to use the finding of the Commission as a pos- 
sible basis for a suit at law for reparation, will be dis- 
posed of on the present record so far as that matter is 
concerned. 


“The same is true of cases pending in so far as they 
seek reparation for damage from rates unlawfully exacted. 
Allegations of discrimination may, in certain cases, be dis 
posed of on the records now before us. 


“We do not prejudge the question which has been raised 
whether by amendment to pleadings in pending cases the 
U. S. Railroad Administration may be made a party against 
which a lawfully effective order may be entered. 


“The Commission will, as of course, continue considera 
tion and reach conclusions as above indicated in pending 
cases. Where it is possible to make a lawfully effective 
order without amendment of the pleadings, that will be 
done, and, so far as possible, the record heretofore built 
up will be made available for the determination of the 
issues. The dockets in pending cases will be analyzed and 
where it appears that doubt exists whether, without amend: 
ment or supplemental hearing, the Commission can enter 
a lawfully effective order, the parties will be so notified. 

“Such appropriate changes as the federal control act 

(Continued on page 1352) 
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Decisions of Interstate Commerce Commission 
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SHIPMENTS IN PEDDLER CARS 


CASE NO. 9193 (50 I. C. C., 211-212) 
SWIFT & COMPANY VS. CLEVELAND, CINCINNATI, 
CHICAGO & ST. LOUIS RAILWAY COMPANY 
Submitted January 17, 1917. Opinion No. 5238. 


Charges on packing-house products, fresh meats and other com- 
modities, in peddler cars, from Chicago, IIl., to points in 
Illinois and Indiana found to have been’ unreasonable. 
Reparation awarded. 


By Division 3: 

Complainant is a corporation engaged in the meat-pack- 
ing business at Chicago,-Ill. By complaint, filed Septem- 
ber 11, 1916, it alleges that defendant’s charges on certain 
shipments of fresh meats, packing-house products, and 
other commodities, in peddler cars, from Chicago to points 
in Indiana on defendant’s line, between June 15, 1914, and 
February 10, 1915, inclusive, were unreasonable. Repara- 
tion is asked. The claim was presented to the Commission 
informally April 15, 1916. 

The consignments in each car were in less-than-carload 
lots destined to various points on defendant’s line in Illi- 
nois and Indiana, each car containing consignments to 
points in Indiana. The shipments included fresh meats, vari- 
ous packing-house products, and a few other articles, such 
as glass display jars, soap, eggs, and evaporated milk, all 
permitted, under defendant’s tariffs, to be shipped in ped- 
dler cars. There are various overcharges and under- 
charges, the former aggregating $8 and the latter $2.83. 

Prior to June 15, 1914, defendant’s tariff provided for the 
application on shipments in peddler cars of the less-than- 
carload rates to each destination, subject to a minimum 
weight of 10,000 pounds for each car, any weight added to 
make up the minimum to be charged for at the less-than- 
carload dressed beef rate from point of origin to the 
farthermost destination. On the date mentioned the mini- 
mum weight was increased to 20,000 pounds, the differ- 
ence between the weight shipped and the increased mini- 
mum to be charged for at the dressed beef carload rate to 
the farthermost destination of any shipment in the car. 
This basis was in effect at the time the shipments in 
question moved. Defendant intended to establish, in line 
with the recognized basis in Central Freight Association 
territory, a minimum revenue for each peddler car equiva- 
lent to the charges on 20,000 pounds at the carload dressed 
beef rate from point of origin to the farthermost destina- 
tion, and on February 10, 1915, the tariff was corrected 
to provide therefor. Complainant asks for reparation in 
the amount of the difference between the charges paid and 
those that would have accrued at such minimum charge 
per car. Defendant expressed a willingness to make rep- 
aration. 

It was testified that as a practical matter it is impos- 
sible to load peddler cars to 20,000 pounds and that 15,000 
pounds is a heavy loading. In Peddler Car Minimum, 13 I. 
C. C., 189 (The Traffic World, March 3, 1917, p. 445), we 
found that on commodities transported in peddler cars in 


Central Freight Association territory the respondents had 
not justified a proposed increase in the minimum charge 
based on 20,000 pounds to the basis of 21,000 pounds at 
the dressed beef carload rate to the farthermost destina- 
tion. 

We find that the charges collected were unreasonable 
to the extent that they exceeded those that would have ac- 
crued on basis of the subsequently established minimum 
charge per car; that complainant made the shipments as 
described and paid and bore the charges thereon; that it 
has been damaged to the extent of the difference between 
the charges collected and those that would have accrued on 
basis of the minimum charge per car herein found reason- 
able; and that it is entitled to reparation, including the 
overcharges described, in the sum of $206.09, with in- 
terest. Collection of the undercharges mentioned may 
be waived. 

An order awarding reparation will be entered, but no 
order for the future is necessary. 


DIVISION OF JOINT RATES 


CASE NO. 9444 (50 I. C. C., 221-223) 
COMBS, CASS & EASTERN RAILROAD COMPANY. 
Submitted July 28, 1917. Opinion No. 5241. 


1. Combs, Cass & Eastern R. R. Co. found to be a common car- 
rier entitled to maintain and divide joint rates with the St. 
Louis-San Francisco Ry. Co. 

2. The divisions paid by the St. Louis-San Francisco Ry. Co. 
out of joint rates on interstate shipments of lumber and 
forest products should not exceed the maxima prescribed 
in The Tap Line Case, 31 I. C. C., 490. 


BY DIVISION 3: 


This proceeding was instituted by us on our own motion 
to determine whether a proposed arrangement for joint 
rates between the Combs, Cass & Eastern Railroad Com- 
pany, hereinafter called the Cass & Eastern, and the St. 
Louis-San Francisco Railway Company, hereinafter called 
the Frisco, would be lawful. At the hearing it developed 
that as yet no specific joint rates had been proposed, the 
matter being held in abeyance pending our action herein. 

The Cass & Eastern was incorporated in January, 1915, 
under the laws of the state of Arkansas, as the Black 
Mountain & Eastern Railroad Company. The present 
name was adopted on Aug. 1, 1916, and operation was 
commenced about Jan. 1, 1917. The road, which is located 
entirely within the state of Arkansas, extends from a 
connection with the Frisco at Combs in a general south- 
erly direction to Black Mountain and thence eastward to 
Cass, a total distance of 16.03 miles. The equipment con- 
sists of a locomotive, which on the date of the hearing 
was only partially paid for, five flat cars, two box cars, a 
caboose car, and a gasoline motor car. 

The authorized capital stock is $250,000, of which $40,- 
000 has been issued and is outstanding. All of the stock- 
holders, and all of the officers with one or two exceptions, 
are stockholders of the J. H. Phipps Lumber Company, 
hereinafter called the lumber company. Three of the 
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railroad directors are directors of the lumber company. 
The investment value of the road on June 30, 1917, as 
appearing on its books, excluding the value of the rails, 
was $237,580.08, of which $40,000 was represented by the 
capital stock and the balance by indebtedness to the lum- 
ber company. Subsequent to the hearing, counsel for the 
Cass & Eastern advised that prior to the incorporation 
of that road the Phipps, Williams Lumber Company leased 
from the receivers of the St. Louis & San Francisco Rail- 


road 14 miles of 80-pound steel rails and 6 miles of 65-. 


pound steel rails, for an annual rental of $100 per mile; 
that all of the heavier rail and 3 miles of the lighter 
have been laid; and that sinee the incorporation and con- 
struction of the railroad, and the discharge of the re- 
ceivers of the St.. Louis & San Francisco, the Cass & 
Eastern has assumed payment of the rental to the Frisco, 
without entering into a written contract in respect thereto. 

The lumber company has a plant at Fayetteville, Ark., 
where it manufactures wood stock for wagons, buggies 
and plows; a mill at Combs, where it manufactures rough 
dimension stock to be finished at Fayetteville; and a small 
portable sawmill about 2 miles from Black Mountain. It 
was testified that the investment in these various plants 
is about $86,000, or less than one-half of the investment 
in the railroad, and it was insisted that the lumber com- 
pany would not have promoted the railroad merely for 
service as a plant facility. The lumber company owns 
about 5,000 acres of timberland within hauling distance 
of the Cass & Eastern, which also serves about 15 inde- 
pendent sawmills and stave mills. The timber in this 
section is hardwood, mostly white oak. 

Between Jan. 1 and June 30, 1917, the Cass & Eastern 
handled outbound 8,509,919 pounds of forest products for 
the lumber company and 5,810,028 pounds for-independent 
shippers. In addition there were a few outbound ship- 
ments of live stock, poultry, eggs, etc. The inbound traf- 
fic, consisting of less-than-carload shipments of merchan- 
dise and supplies, aggregated 463,316 pounds during the 
same period, of which it is estimated about 2 per cent 
was consigned to lumber mills. The gasoline motor car 
is used for the transportation of passengers. A scheduled 
freight. train leaves Combs at 6:30 a. m. daily and returns 


at 6:30 p. m. From the commencement of operation to 
June 30, 1917, the railway operating revenues were as 
follows: Freight, $7,198.90; passenger, $287.20; excess 
baggage, $0.25: demurrage, $1; total, $7,487.35. During 


the same period the operating expenses were $7,611.30. 
To the deficit of $123.95 should be added $133.94 for rent 
of locomotives and $5.25 for miscellaneous tax accruals. 

The Cass & Eastern is rated a class E common carrier 
by the railroad commission of Arkansas. It issues uni- 
form bills of lading and treats all shippers alike both in 
respect of service and of rates. The local rates applicable 
on interstate traffic, on file here, are published as distance 
class and commodity rates, those on lumber and articles 
taking the same rate being 5 cents per 100 pounds for 
distances 10 miles and under and 6 cents for greater dis- 
tances. An annual report for the period ended June 30, 
1917, has been filed with us. 

We find that the Combs, Cass & Eastern Railroad Com- 
pany is a common carrier and may lawfully maintain and 
divide joint rates with the Frisco. Out of joint interstate 
rates to and from points on the Cass & Eastern, the divi- 
sions or allowances to this line on lumber and forest prod- 
ucts must not exceed the maxima fixed in our order of 
July 29, 1914, in the Tap Line Case, 31 I. C. C., 490 (The 
Traffic World, July to December, 1914, p. 451). 

By the Commission, Division 3. 


ABSORPTION OF SWITCHING 


CASE NO. 9128* (50 I. C. C., 203-206) 


E. I. DU PONT DE NEMOURS POWDER COMPANY 
VS PENNSYLVANIA RAILROAD COMPANY. 
Submitted Noy. 14, 1917. Opinion No. 5236. 


1. Carrier that performs a switching service, the entire charge 
for which is absorbed by the line-haul carrier, is not a 
necessary party to a proceeding involving the reasonable- 
ness of the rate under which the absorption is made. Du 
Pont de Nemours Powder Co. vs. P. R. R. Co., 43 I. C. C., 
227, reversed. 

2. Rates on coal ashes and cinder in carloads from Coatesville, 
Pa., to Carney’s Point and Gibbstown, N. J., found to have 
been. and to be unreasonable. Maximum reasonable rates 
prescribed and reparation awarded. 





*This report also embraces No. 9567 and No. 9567 (Sub. No. 1), 
Same vs. Philadelphia & Reading Ry. Co. et al. 
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BY THE COMMISSION: 

No. 9128, which was originally decided Feb. 20, 1917, 
43 I. C. C., 227 (The Traffic World, March 17, 1917, p. 547), 
was reopened on July 10, 1917, upon our own motion, for 
reargument. The subject matter of the complaint in No, 
9567 is identical with, and in No. 9567 (Sub-No. 1) simi- 
lar to, that in No. 9128. Rates are stated in cents per 
100 pounds unless otherwise specified. 

The complainant, a corporation, manufactures explo- 
sives at Wilmington, Del. The complaint in No. 9128, 
filed Aug. 23, 1917, alleged that the rate of 13.7 cents 
charged by defendant on 107 carloads of coat ashes and 
cinder shipped from Coatesville, Pa., to Carney’s Point, 
N. J., between March 31 and June 21, 1915, inclusive, was 
unreasonable. It prayed for reparation and the estab- 
lishment of a reasonable rate. Coatesville and Carney’s 
Point are served by the Philadelphia & Reading Railway 
and the Pennsylvania Railroad. The shipments origi- 
nated at Worth Brothers’ plant, Coatesville, which plant 
is local to the Philadelphia & Reading. The initial car- 
rier switched the shipments to its interchange tracks 
with the Pénnsylvania at Coatesville and charged therefor 
20 cents per net ton, which charge was absorbed by the 
Pennsylvania. The Philadelphia & Reading was not 
made a party defendant, nor was the switching charge 
assailed. We found that the Philadelphia & Reading was 
a necessary party defendant and dismissed the complaint. 

Ashes and cinder are rated sixth class in the Official 
Classification, which governs. The 13.7-cent rate was de- 
fendant’s local sixth class rate from Coatesville to Car- 
ney’s Point. This rate has since been increased to 16 
cents following the Fifteen Per Cent Case, 45 I. C. C.,, 
303 (The Traffic World, July 2 and July 14, 1917). De- 
fendant’s tariffs contain a provision that on shipments 
which weigh 5,000 pounds or more it will absorb the 
charges of the Philadelphia & Reading for switching from 
or to Worth Brothers’ plant to or from the interchange 
point between these carriers at Coatesville. Under its 
tariffs defendant held itself out to transport traffic of 
this kind from Worth Brothers’ plant to Carney’s Point 
at a rate of 13.7 cents, and it must therefore assume the 
responsibility for its reasonableness. Even had the Phil- 
adelphia & Reading been made a party defendant we 
could not establish a joint rate over the route of move- 
ment because it would short-haul that carrier, which has 
the short line from and to these points. We are of opin- 
ion that the naming of the Pennsylvania only as defend- 
ant was sufficient to bring in issue the reasonableness of 
the rate assailed. 

We have repeatedly held that we have no authority, in 
the abserice of a showing of discrimination, to require a 
carrier to absorb the switching charge of another. No 
question has been raised as to the reasonableness of 
the Philadelphia & Reading’s switching charge, and it 
must be presumed that such charge is reasonable. In 
determining the reasonableness of the charges collected 
we must therefore determine what, aside from the switch- 
ing charge which defendant absorbed, would be a reason- 
able rate for the haul over its line. 


The distance from Coatesville to Carney’s Point over 
the defendant’s line is 98 miles, 30 of which is construc- 
tive mileage for the bridge haul over the Delaware River 
between Philadelphia, Pa., and Camden, N. J. The Phil- 
adelphia & Reading serves -Carney’s Point by car fioat 
or lighterage through Wilmington. The distance from 
Coatesville to Carney’s Point over the latter line is 63 
miles, 30 of which is constructive mileage for the haul 
from Wilmington to Carney’s Point, an actual distance 
of about 5 miles. During the period in which most of 
the shipments moved and at the present time the rate 
over the Philadelphia & Reading was and is 80 cents 
per net ton. The complainant contends that the rate 
assailed was and is unreasonable to the extent that it 
exceeded or may exceed 80 cents per ton. 

In comparison complainant cites rates on fluxing lime- 
stone, sand, slag and crushed stone ranging from 74 to 
95 cents per net ton between points in Pennsylvania and 
points in Delaware and New Jersey on defendant’s line 
for hauls of from 78 to 105 miles. The rates cited yield 
earnings ranging from 7.5 to 12.2 mills per net ton-mile. 


‘Complainant observes that ashes and cinder have liitle 


commercial value, while the articles with which compari- 

son is made have substantial commercial value. 
Defendant contends that it establishes commodity rates 

only in instances where there is a general or constant 









» 1917, 
D. 547), 
on, for 
in No. 
) simi- 
its per 


ex plo- 
.. 9128, 
cents 
es and 
Point, 
e, was 
estab- 
mMmey’s 
ailway 
Origi- 
plant 
ul car- 
tracks 
erefor 
»y the 
$ not 
s-harge 
g was 
Dlaint. 
)fficial 
aS de- 
» Car- 
to 16 
 €. 
De- 
ments 
>» the 
from 
lange 
r its 
ic of 
Point 
e the 
Phil- 
t we 
nove- 
1 has 
opin- 
fend- 
ss of 


y, in 
ire a 

No 
s of 
1d it 

In 
cted 
‘itch- 
1son- 


over 
truc- 
‘iver 
Phil- 
fioat 
‘rom 
3 63 
haul 
ance 
t of 
rate 
ents 
rate 
t it 


ime- 
t to 
and 
line 
ield 
ile. 
ttle 
ari- 


ites 
ant 





June 22, 1918 





Ee Se 


movement, and that the shipments in controversy repre- 
sent an occasional or sporadic movement. A willingness 
is expressed, however, to consider the establishment of 
a rate of $1.24 per ton from Coatesville, plus the switch- 
ing charge of the Philadelphia & Reading, upon a show- 
ing that there will be a movement. It is shown that 
the defendant’s class rates from Coatesville to Carney’s 
Point exceed the Philadelphia & Reading’s class rates 
between the same points; and that it is not the defend- 
ant’s practice to meet the rates of the Philadelphia & 
Reading on any traffic from and to these points. 

Defendant shows that the rates on ashes and cinder, 
slag, crushed stone and ground limestone from points in 
Pennsylvania to points in New Jersey range from 79 cents 
to $1.42 per net ton for distances of from 49 to 99 miles. 

In Du Pont de Nemours Powder Co. vs. P. & R. Ry. 
Co., 43 I. C. C., 1 (The Traffic World, Feb. 10, 1917, p. 
305), we found the following rates per net ton on coal 
ashes, cinder and foundry dirt, in carloads, to Carney’s 
Point to be reasonable: $1 from Birdsboro and Reading, 
Pa., 94 miles and 104 miles, respectively; 80 cents from 
Coatesville, 63 miles; 70 cents from Rockford, Del., 39 
miles; and 60 cents from Wilmington, 30 miles. 

We find that the charges assailed in No. 9128 were un- 
reasonable to the extent that they exceeded those that 
would have accrued at a rate of $1 per net ton for the 
haul over defendant’s line, from Coatesville to Carney’s 
Point, plus 20 cents per net ton, the published switching 
charge of the Philadelphia & Reading Railway at Coates- 
ville; and that any rate in excess of $1 per net ton for 
the transportation of this traffic over defendant’s line, 
from and to these points is, and for the future will be, 
unreasonable. 

The complaint in No. 9567 (Sub-No. 1) covers nine ship- 
ments of ashes which moved from Coatesville to Gibbs- 
town, N. J. These shipments were likewise switched by 
the Philadelphia & Reading from Worth Brothers’ plant 
to the Pennsylvania at Coatesville and then moved over 
the latter line to destination. Charges were collected at 
the sixth class rate of 12.6 cents, the Pennsylvania ab- 
sorbing the switching charges of the Philadelphia & Read- 
ing. Gibbstown is intermediate Coatesville to Carney’s 
Point, 14 miles from the latter point. 

We find that the charges assailed in No. 9567 (Sub-No. 
1) were unreasonable to the extent that they exceeded 
those that would have accrued at a rate of 95 cents per 
net ton for the haul over the Pennsylvania Railroad from 
Coatesville to Gibbstown, plus 20 cents per net ton, the 
published switching charge of the Philadelphia & Reading 
Railway at Coatesville; and that any rate in excess of 95 
cents per net ton for the transportation of this traffic 
over the line of the Pennsylvania Railroad Company from 
and to these points is, and for the future will be, unrea- 
sonable. 

We further find that complainant made the shipments 
as described and paid and bore the charges thereon; that 
it has been damaged to the extent of the difference be- 
tween the charges paid and those that would have ac- 
crued on the bases herein found reasonable; and that it 
is entitled to reparation, with interest. The exact amount 
of reparation due cannot be determined upon these rec- 
ords, and complainant should prepare a statement show- 
ing as to each shipment upon which reparation is claimed 
the date of shipment, car initials and number, points of 
origin and destination, route, commodity, weight, rate 
applied, amount of charges and date collected, rates found 
reasonable and charges applicable thereunder, and the 
amount of reparation due under our findings herein, which 
statement should be submitted to the Pennsylvania Rail- 
road Company for verification. Upon receipt of a state- 
ment so prepared and verified we will consider the entry 
of an order awarding reparation. In view of our conclu- 
sions in No. 9128 the complaint in No. 9567 will be dis- 
missed. 

Appropriate orders will be entered. 


AGENTS FOR UNKNOWN PRINCIPALS 


CASE NO. 9168 (50 I. C. C., 345-349) 
MEMPHIS FREIGHT BUREAU ET AL. VS. ST. LOUIS 
& SAN FRANCISCO RAILROAD COMPANY ET AL. 


Submitted April 7, 1917. Opinion No. 5283. 


The complainants, acting in the capacity of agents for undis- 
closed principals, are not, as such, entitled to an award of 
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reparation. Defendant authorized, however, to pay repara- 
tion subject to the conditions stated in the report. 


BY THE COMMISSION: . 

This complaint was filed Sept. 2, 1916, by the Memphis 
Freight Bureau, an organization of shippers and receivers of 
freight at Memphis, Tenn., on behalf of certain named indi- 
viduals, partnerships and corporations engaged in the cot- 
ton business at Memphis as factors or agents for numer- 
ous unnamed cotton growers. It is alleged that between 
Sept. 1, 1911, and Dec. 11, 1914, the rules and regulations 
of defendant’s tariff, as construed and applied by it, gov- 
erning the payment of refunds on shipments of cotton to 
Memphis for concentration or compression and reshipment 
beyond were unreasonable and unjustly discriminatory, 
and that the charges collected on such shipments were 
illegal. Complainants ask reparation on behalf of the cot- 
ton growers “who are too numerous and too widely scat- 
tered to be named as petitioners herein.” The claims 
were brought to our attention by the St. Louis & San 
Francisco Railroad Company, hereinafter called defendant, 
June 18, 1914. By application dated May 8, 1915, defendant 
asked authority to make refunds to complainants, admit- 
ting that the charges were unreasonable. 


In 1903 defendant increased its inbound rates from pro- 
ducing points on its line for the purpose of providing a 
margin out of which to make refunds upon shipments 
which were concentrated or compressed at Memphis and 
reshipped over its rails. The regulations required the 
surrender of the paid inbound freight bills and copies of 
the outbound bills of lading showing a like number of 
compressed bales to entitle claimants to the refund on 
the basis of the through rates from the original point of 
shipment. Similar regulations have been continued by the 
other lines in and out of Memphis ever since that time. 
Following In re Substitution of Tonnage at Transit Points, 
18 I. C. C., 280, 294, defendant filed a tariff, effective Sept. 
1, 1911, and amended Oct. 18, 1911, which provided that 
local rates would be charged into Memphis and that upon 
reshipment over defendant’s line the through rate from 
point of origin would be protected, subject to the follow- 
ing requirements: 


Adjustment of charges under these rules will be made upon 
the presentation of claims which must be supported by the fol- 
lowing documents, which should be presented to the carrier 
within fifteen days after date of reshipment from transit point. 

1. Freight bills covering shipment into transit point. 

2. Signed copies of bills of lading covering shipment from 
transit point. 

3. Reshipping certificate in the following form: 

RESHIPPING CERTIFICATE. 


Tender is heréby made to the 2. .c<cciccccesescvers 
freight bills, number ........, ge, ee eee or 
the purpose of securing the transit privileges on the cotton rep- 


resented hereby. 

This tender is made in good faith and with specific suarantee 
on our (or my) part that such transit privilege may legally be 
given under the rules of such carrier as published in its tariff 

.C. - No. See eed ae eee , sup- 


Signature of shipper. 
A further provision was that— 


The transfer of freight bills will be permitted only where the 
ownership of the cotton covered thereby is also transferred by 
bona fide sale prior to the reshipment; in such cases proper 
assignment as evidence of such change of ownership must be 
indors2d on each freight bill. 


The shipments which moved prior to Sept. 5, 1913, were 
governed by these provisions. On shipments after that 
date and until Dec. 11, 1914, the regulations required, in 
addition, the presentation of “copies of outbound waybills 
from transit point’ and that “the railroad agent must 
cancel and retain the original paid expense bills sur- 
rendered, and must indorse on the back of same number 
and date of waybill covering the outbound shipment.” 

Effective Dec. 11, 1914, the regulations were changed 
in the following particulars: The requirement of the 
presentation of documents within 15 days and for the 
presentation of copies of outbound waybills from transit 
point were eliminated; the reshipping certificate was to 
be signed by the “claimant” instead of the “shipper;” and 
the item requiring presentation of signed copies of bills 
of lading covering the outbound movement was changed 
to read as follows: 


(3) Signed copies of bills of lading for as many bales of like 
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commodity reshipped over the lines of the St. L. & S. F. R. R. 
(See note.) 

Note.—When the consignor of the shipment from the concen- 
tration point is other than the consignee of the cotton into the 
concentration point, as shown in the paid freight bills, the paid 
freight bills tendered in support of the claim must bear indorse- 
ment as required by Item No. 50 or reissues. 

(Item 50): Transfer of paid freight bills between dealers or 
reshippers will be permitted only when ownership of the cotton 
is also transferred by bona fide sale. A certificate to this effect 
shall be made in the following form on the face of the paid 
freight bill: 

“This is to certify that there has been a bona fide sale to the 
undersigned of ............ bales of cotton. 


Date 


The requirement that the agent, upon issuing the out- 
bound bill of lading, should retain the paid inbound freight 
bills was eliminated, and a provision was added allowing 
claims to be filed by the consignee of the inbound ship- 
ment or the consignor of the outbound shipment. None 
of the shipments in question were covered by the rules 
and regulations of the above tariff effective Dec. 11, 1914. 
and no complaint is made of the rules and regulations in 
effect since that time. 

The question upon which the claims were submitted 
informally was: Could defendant lawfully make refunds 
to the complainants under the rules and regulations in 
effect between Oct. 18, 1911, and Dec. 11, 1914? With 
each claim there had been presented to the carrier, after 
the expiration of the time limit, the paid freight bill cov- 
ering the shipment into the transit point, signed copies 
of bills of lading showing the shipment of a like number 
of bales of cotton out of Memphis over defendant’s line, 
and a reshipping certificate in the proper form, signed 
by the inbound shippers or consignees at Memphis, the 
complainant factors. Upon notification by us that the 
claims were of such nature that they could not be deter- 
mined informally, complainrnats entered certain claims in 
the receivership proceeding then pending in the District 
Court of the United States for the eastern district of 
Missouri, eastern division, entitled North American Co. 
vs. St. Louis & San Francisco R. R. Co. The report of 
the special master recommended that said claims be dis- 
missed, and the report was confirmed by the court, upon 
the ground that the requirements of the tariff had not 
been satisfied. Complainants waive the claims presented 
in that case and which accrued prior to the appointment 
of defendant’s receivers, May 27, 1913, so that we are 
here asked to consider only claims which were brought to 
our attention upon the special docket within the statutory 
period of two years. 

In Red River Oil Co. vs. T. & P. Ry. Co., 23 I. C. C., 
438, we condemned as unreasonable an addition to pre- 
sumably reasonable inbound rates as a penalty to be for- 
feited if the shipments outbound from the transit point 
should not move over the line which hauled the inbound 
shipments. 

We are of opinion and find that the tariff provisions 
and regulations assailed were unjust and unreasonable 
so far as they operated to deny to those who bore the 
increased inbound rates, manifestly established to control 
or influence the outbound movement, the refunds which 
were to be made when that purpose should have been 
accomplished. The situation with respect to the complain- 
ants’ right to have an award of reparation made in their 
favor is peculiar, however. These complainants do not 
allege injury to themselves. They frankly say that the 
refunds belong not to them but to their principals—the 
country growers and shippers “who are too numerous and 
too widely scattered to be named as petitioners herein.” 
The Commission may award reparation only to the parties 
shown to be damaged. Those parties are not before us 
in this proceeding. The complainants here claiming as 
agents for the real parties in interest—for their undis- 
closed principals, say, in effect, “if reparation be awarded 
to us we will pay the amounts over to the rightful parties.” 
But this is not sufficient. Complainants’ intention to dis- 
tribute among the numerous growers any funds received 
by them would not warrant an award to them. Oden & 
Elliott vs. S. A. L. Ry., 37 I. C. C., 345, 348, 349. In this 
situation the claims for reparation must be denied. 

On the other hand, it is obvious that the defendant is 
in possession of funds resulting from these unpaid re- 
funds to which it is not entitled and which it did not 
intend, or expect, to retain ultimately. It is the Commis- 
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sion’s function and consistent purpose to see that full 
justice is done between carrier and shipper wherever it 
be practicable to effect that end. Injustice has been done 
and will be perpetuated if the defendant is permitted to 
withhold these refunds from the hands of those rightfully 
entitled to receive them. To the end, therefore, that 
justice may be done, and at the same time protection 
afforded to the defendant and the rule or principle of 
awarding reparation only to the party actually damaged 
be preserved inviolate, we shall make a permissive award 
of reparation under which defendant will be authorized 
to pay reparation to these complainants, other than the 
Memphis Freight Bureau, for and on account of the indi- 
vidual growers and shippers and in respect of the par- 
ticular shipments made by them subsequently to May 27, 
1913, provided such shipments were covered in the claims 
presented to us in the defendant’s application dated May 
8, 1915, seeking authority to make refunds on the special 
docket. The defendant may protect itself in the payments 
of these amounts by requiring from the complainants here 
powers of attorney or other satisfactory written authority 
from each individual grower or shipper authorizing the 
defendant to pay the amount or amounts claimed to his, 
or its, agent. Statements of claims so paid, showing the 
name of the agent, the grower or original shipper, the 
amount paid, and the shipments covered, must be filed 
with the Commission within 60 days’ from the’time the 
claims are paid. 
No order for the future is necessary. 


SHIPMENTS OVERCHARGED 


CASE NO. 9261 (50 I. C. C., 240-242) 


CASEY-HEDGES COMPANY VS. ALABAMA GREAT 
SOUTHERN RAILROAD COMPANY ET AL. 


Submitted March 22, 1917. Opinion No. 5251. 
Shipments of cast-iron pipe and fittings, in carloads, from Chat- 
tanooga, Tenn., to Manila, P. I., found to have been over- 
charged. Reparation awarded. 
By Division 3. 

Complainant is a corporation engaged in the manufac- 
ture of cast-iron pipe and fittings at Chattanooga, Tenn. 
By complaint filed October 16, 1916, it alleges that the 
rate of $16 per net ton charged by defendants on five car- 
loads of cast-iron pipe and fittings, less than 8 inches in 
diameter, shipped August 12, 1915, from Chattanooga to 
Manila, P. I., was illegal, unreasonable, unjustly discrim- 
inatory and unduly prejudicial to the extent that it ex- 
ceeded $13. Reparation and the establishment of reason- 
able rates are asked. At the hearing complainant sought 
to amend the complaint to include a prayer for the refund 
of $21 demurrage charges assessed for the detention of 
these shipments at Chattanooga. This amendment was 
objected to by the Alabama Great Southern and the New 
Orleans & Northeastern railroads, the only defendants rep- 
resented at the hearing, and will not be considered. 

The shipments moved over defendants’ lines by way of 
San Francisco, Cal. Complainant prepaid the charges at a 
rate of $16 per net ton Effective from May 12 to September 
15, 1915, the defendant rail carriers published in an agency 
tariff a through carload rate of 65 cents per 100 pounds, or 
$13 per net ton, minimum 60,000 pounds, on cast-iron pipe 
and connections not exceeding 8 inches in diameter over 
the route of movement from Chattanooga to Manila. The 
same tariff item named an export rate of 45 cents per 100 
pounds to San Francisco, which rate is still in effect. On 
September 15, 1915, the defendant rail carriers increased 
the through rate to Manila to 80 cents per 100 pounds, or 
$16 per net ton. This rate was canceled on July 1, 1916. 
The tariff naming the $13 rate was subject to the follow- 
ing provision: 

Through bills of lading will be issued in connection with 
Pacific Mail Steamship Company. * *.-* Bills of lading should 
show name and address of consignee. * * * Bills:of lading 
must show export rates (rail proportion) to * * * San Fran- 


cisco. * * * Through rates to Manila, P. I, apply only via 
steamers making direct call, and all charges must be prepaid. 


A special rule, rule 16, provided that— 


Freight must not be contracted for through transportation 
until specific reservation of ocean space has been secured and 
confirmed by the * * * Southern Pacific Company. 

The title page of this tariff recites that the rates therein 
were issued under authority of rule 71 of our Tariff Cir- 
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cular 18A. Defendant Pacific Mail Steamship Company was 
not named in the list of participating carriers, but in 1907 
it filed with us its concurrence in any rate published by 
the Southern Pacific Company or its agents, applying “via 
its line and to but not from points thereon,” which con- 
currence is still in force. 

Complainant testified that these shipments were sold 
f.o. b. destination and that in making the price it based 
its calculation of freight charges that would accrue on a 
through rate of $13 per net ton. For some time prior to 
the movement negotiations had been in progress between 
complainant and defendants with respect to the rate and 
steamship space. On July 29, 1915, the agent of the South- 
ern Pacific Railway Company at St. Louis, Mo., wired com- 
plainant as follows: 

Can now quote you rate of thirteen dollars ton pipe, Chatta- 
nooga-Manila for sailing Mongolia, August twenty-fifth; ship- 
ments must be San Francisco August eighteenth; advise if we 
shall book this basis. Answer. 


To this complainant replied by wire on the same day: 


Book for us two hundred tons, more or less, cast-iron pipe 
and fittings, Manila, for sailing Mongolia, August twenty-fifth; 
quote steamship line and date sailing, confirming Chattanooga 
office Q. & C. (Queen and Crescent route), protecting rate 65 
eents through. 

Complainant began loading the material immediately 
and tendered the cars as loaded to the initial carrier, which 
refused to issue bills of lading naming the published 
through rate of $13 per net ton and held the cars at 
Chattanooga. On August 8, 1915, the agent of the Southern 
Pacific telegraphed complainant that it was— 

Impossible to protect rate thirteen dollars ton pipe Chatta- 
nooga to Manila. Advise by wire if we shall arrange for space 
at sixteen dollars ton. 

The bills of lading were issued on August 12, 1915, 
showing the “export” rail rate of 45 cents and an un- 
published ocean rate of 35 cents. 

The Alabama Great Southern and New Orleans: & North- 
eastern contend that the through rate published in the 
tariff mentioned was not binding because the water trans- 
portation was not within our jurisdiction; and that it was 
published for convenience and information only in ac- 
cordance with rule 71 of our Tariff Circular 18-A. The 
Southern Pacific lines by their joint answer admitted that 
the published through rate in effect at the time of move- 
ment was $13 and that the Southern Pacific controlled the 
Pacific Mail Steamship Company. 

It is our opinion that the through transportation from 
Chattanooga to Manila was subject to the act and to our 
jurisdiction; that the joint rate of 65 cents was properly 
concurred in by the water carrier; that its application was 
not affected by rule 71 of Tariff Circular 18-A or by the 
failure to name the Pacific Mail Steamship Company in 
the tariff as a participating carrier; and that it was legally 
applicable to the shipments in question. We further find 
that complainant made the shipments as described and 
paid and bore the charges thereon; that it was damaged to 
the extent that the transportation charges paid exceeded 
those that would have accrued at the rate herein found 
legally applicable; and that it is entitled to reparation, 
with interest. The exact amount of reparation due cannot 
be determined on this record, and complainants should 
prepare a statement showing as to each shipment upon 
which reparation is claimed the date of shipment, car in- 
itials and number, points of origin and destination, route, 
commodity, weight, rate applied, charges collected and 
date thereof, rates found legal and charges applicable there- 
under, and the amount of reparation due under our find- 
ings herein, which statement should be submitted to de- 
fendants for verification. Upon receipt of a statement so 
prepared and verified we will consider the entry of an 
order awarding reparation. 

In view of the abnormal conditions affecting ocean trans- 
portation, no finding or order for the future will be made. 


9° 


By the Commission, Division 3. 


RATES ON DRIED BEANS 


In No. 9727, Hale-Halsell Grocery Co. vs. New Mexico 
Central et al., opinion No. 5260, 50 I. C. C., 263-5, the 
Commission condemned as unreasonable rates on dried 
beans, C. L., from Estancia, N. M., to Muskogee, Okla., 
and from Estancia, Willard and Mountainair to Durant, 
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Okla.; prescribed a rate of 59 cents, effective on or before 
August 15; and ordered reparation. 


RATE ON POTATOES 


Because in excess of the aggregate of intermediates, the 
Commission in No. 9889, Fort Smith Commission Co. vs. 
Kansas City Southern, opinion No. 5223, 50 I. C. C., 135-6, 
condemned as unreasonable the rate on potatoes from 
Grand Forks, N. D., to Spiro, Okla., and ordered repara- 
tion. 


RATES ON FERTILIZER 


Holding that the rates on fertilizer from Mount Pleas- 
ant, Tenn., to various points in the southeast had not 
been shown to be unreasonable, the Commission has dis- 
missed the complaints and denied fourth section relief in 
No. 7146 and related cases and fourth section applications, 
Mount Pleasant Fertilizer Co. vs. L. & N., opinion No. 
5256, 50 I. C. C., 253-8. A shipment from Mount Pleasant 
to Heucks, Miss., was found to have been misrouted and 
overcharged. Refund is to be made. The fourth section 
relief desired by the carriers was denied in order No. 
7327, and the rates must be lined up on or before Sep- 
tember 2. 


RATE ON STAVES, ETC. 


An order of reparation has been made in No. 8322, G. 
L. Carriere vs. Angelina & Neches River et al., opinion 
No. 5266, 50 I. C. C., 280-2, on account of an unreasonable 
rate of 38 cents per 100 pounds on staves and other forest 
products from Etoile, Tex., and other points on the rails 
of the principal respondent, to New Orleans. The un- 
reasonableness was in that the through rate was in excess 
of a combination of 18.5 cents, that being the amount of 
the combination on Lufkin, Tex. 


RATE ON NAPHTHALINE 


A rate of 82.8 cents on crude naphthaline from Denver, 
Colo., to Cleveland and Lorain, O., has been condemned 
as unreasonable in No. 9060, Emanuel Metzger vs. New 
York, Chicago & St. Louis et al., opinion No. 5268, 50 
I. C. C., 286-8. A rate of 57.6 is to be made effective on 
or before August 15, and when data have been ‘submitted 
to the Commission it will consider the entrance of an 
order of reparation. Naphthaline is a coal tar waste. 
Metzger desired a rate of 31.5 cents on crude naphthaline, 
dry, in crystals, in bulk or bags, with a minimum of 
36,000 pounds, and a corresponding rate of 66 cents on 
flake naphthaline. The Commission decided, however, 
that in view of the fact that his production amounts to 
only seven tons a month a rate of 57.6 would be a reason- 
able one. 


EXPRESS CHARGES ON SLATE 


Double first class on L. C. L. express shipments of 
slate from Monson, Me., to Cleveland is held to be un- 
reasonable in the Commission’s report in No. 9835, Elec- 
tric Controller & Mfg. Co. vs. American Express, opinion 
No. 5252, 50 I. C. C., 243-4, and reparation is to be made 
down to the basis of first class, $2.40 per 100 pounds. 
First class was the rating on shipments of slate in crates 
when the owner assumed the risk of breakage. Double 
first class was imposed when the express company as- 
sumed the risk of breakage. On May 1, 1916, the double 
first class was imposed without the limitation of owner’s 
risk. On Aug. 1, 1916, the old first class rating, owner’s 
risk, was re-established. 


OVERCHARGE ON CASTINGS 


An order of ‘reparation has been made in No. 9004, 
Dunham Company vs. New York Central et al., opinion 
No. 5282, 50 I. C. C., 343-4, on account of overcharges on 
two carloads of rough castings from Berea, O., to Port- 
land, Ore. The carriers insisted that these rough castings, 
being in the form of wheels, should pay the rate on 
metallic wheels. They collected a rate of $1.25. The 
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Commission found that the legally applicable rate was 80 
cents and reparation must be made down to that basis. 


CHARGE ON IRON TANK 


An order of reparation has been made in No. 9302, 
Universal Iron & Supply Co. vs. C., H. & D. et al., opin- 
ion No. 5261, 50 I. C. C., 266-7, on account of an illegal 
and unreasonable charge on an iron tank from Lima, O., 
to Bogalusa, La. The Commission found that the legally 
applicable rates were the combination to and from Slidell, 
La. 


MISROUTING OF LUMBER 


The Commission has dismissed No. 8681, Republic Creo- 
soting Co. vs. New Orleans Great Northern et al., opinion 
No. 5235, 50 I. C. C., 201-2, although the shipment of Ium- 
ber upon which the complaint was made, from Bogalusa, 
La., to Indianapolis, for transit and reshipment to Chi- 
cago, was found to have been misrouted by the initial 
carrier. Reparation was denied for lack of proof of dam- 
age. 


LUMBER FROM ARKANSAS POINTS 


The Commission has decided in I. & S. No. 1139, Lumber 
from Arkansas points, opinion No. 5218, 50 I. C. C., 118-20, 
that carriers had not justified the proposed increase in 
rates on pine and cypress lumber from points in Arkansas 
to Kansas City, Omaha and other western points. The 
suspended schedule must be cancelled on or before Au- 
gust 1. 


COMMODITIES FROM E. ST. LOUIS 


In I. & S. 1153, Commodities from East St. Louis, and 
fifteenth section application 1182, Rates from St. Louis 
District to Southeastern Points, opinion No. 5227, 50 I. C. C., 
148-51, the Commission authorized Washburn, by means of 
his tariff, I. C. C. 255, to cancel through rates on grain and 
grain products via the Baltimore & Ohio Southwestern from 
points in the St. Louis district to destinations in the 
Southeast. The cancellations are particularly from points 
on the B. & O., East St. Louis, Louisville and Cincinnati, 
to Tampa and Florida destinations. The Commission found 
that the traffic over the route in question was light and 
there was really no necessity for keeping it open. 


EMPTY OIL DRUMS 


The Commission has dismissed No. 9384, Standard Oil 
Co. ore vs. Nor. Pac. et al., opinion No. 5284, 50 
: Se 350-2, holding that rates on interstate shipments 
of thin dy hand empty iron oil drums returned, L. C. L., 
from points in Oregon and Washington to Portland and 
Seattle were not unreasonable. It was held that the com- 
plainant had not been shown to have been damaged by 
the alleged undue discrimination against such traffic. 


STREET WASHING MACHINES 


An order of dismissal has been entered in No. 8068, 
Kindling Machinery Co. vs. C. & N. W. et al., opinion No. 
5275, 50 I. C. C., 314-17, the Commission holding that 
charges on street washing machines, L. C. L., from Mil- 
waukee to Savannah, Ga., Pinebluff, Ark., Greenville, Tex., 
and Chicago, had not been shown to be either unreasonable 
or unduly prejudicial. 


STORAGE ON CHARCOAL 


When carriers have made refund of illegal storage charges 
the Commission will enter an order dismissing No. 9299, 
Barnum, Richardson Co. vs. Central New England et al., 
Opinion No. 5259, 50 I. C. C. 262-3. Storage charges were 
assessed on carload shipments of charcoal from points in 
Pennsylvania and held on the complainant’s private siding 
at East Cannaan, Conn. Demurrage was assessed on 239 
carloads of charcoal, but the company declined to pay 
storage charges of $1,266. The railroad company under- 
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took to impose the storage charges applicable on explosives 
and dangerous articles, but the Commission said that char. 
coal is neither dangerous or explosive. 


RATES ON BOTTLED MILK 


An award of reparation has been made in No. 9522, Ea. 
ward E. Rieck Company vs. B. & O., Opinion No. 5271, 
50 I. C. C. 298-300, because rates on L. C. L. shipments of 
bottled milk, iced, in cases, from Ravenna, O., to Pitts. 
burgh, Pa., increased since January 1, 1910, had not been 
justified. The reparation is to be made down to the basis 
of 22 cents on shipments moving under refrigeration and 
18 cents on shipments not so moving. The carrier im- 
posed rates of 27 cents and 22 cents. 


SCENERY AND PROPERTIES 


The Commission has dismissed No. 9326, Otto Irving 
Wise vs. Pennsylvania R. R. Co. et al., Opinion No. 5262, 
50 I. C. C. 268-9, on the ground that the charges on a car- 
load and many less than carload shipments of theatrical 
scenery and properties from New York to San Francisco 
had not been shown to be unreasonable or otherwise un- 
lawful. The carload shipment was assessed at the second 
class rate of $3.20 and the L. C. L. shipments at first 
class of $3.70. 


DEMURRAGE ON COTTON LINTERS 


An order of dismissal has been entered in No. 9623, 
A. A. Smith vs. A. C. L., opinion No. 5244, 50 I. C. C., 277-8, 
the Commission holding that demurrage charges at Fre- 
mont, N. C., on four carloads of cotton linters had not 
been shown to be unreasonable. 











RATE ON STRAWBERRIES 


The Commission has dismissed’ No.’ 9792, J. I. Lamb 
Company vs. C. M. & St. P. et al., opinion No. 5250, 50 
I. C. C., 238-9, holding that the rate on strawberries, C. L. 
from Villa Ridge, Illinois, to La Crosse, Wis., had not been 
shown to be unreasonable. 


RATE ON LUMBER ; 


An order of reparation Has been ‘made in No. 9813, 
American Lumber & Export Co. vs. L. & N., opinion No. 
5257, 50 I. C. C., 259-60, on account of an unreasonable 
rate on lumber from Nadawah, Ala., to Cartersville, Ga. 
Since the complaint was filed a reasonable rate has been 
prescribed for the route of movement, hence no order for 
the future was necessary. 


RATE ON APPLES 


In No. 9453, R. C. Mills & Co. vs. St. Louis-San Francisco, 
opinion No. 5258, 50 I. C. C., 260-1, the Commission has 
condemned as unreasonable a rate of 45¢c on apples, C. L., 
from Marshfield, Mo., to Tulsa, Okla. The Commission 
decided that a rate of 29c would be reasonable for the 
future and ordered the carriers to establish it on or before 
August 15. The carrier is also. to make reparation to the 
complainant for the difference. 


———$ +. 


PETROLEUM AND PRODUCTS 


The Commission has held as justified increased rates on 
petroleum and its products in tank carloads from Balti- 
more to Richmond and Petersburg, Va., and has dismissed 
No. 9281, Richmond Oil Company vs. Atlantic Coast Line 
et al., and parts of fourth section application Nos. 73, 
1561, 1563, 1578, 1625, 1780, 1781; 1911 and 4966, opinion 
No. 5239, 50 I. C. C., 213-216. As a result of the five per 
cent case the rates were increased from 10 to 10.6 cents 
and on Aug. 1, 1916, they were further increased to 13 
and 14 cents, respectively. In fourth section order No. 
7323 the Commission denied relief on these petroleum 
rates from Baltimore to Richmond and Petersburg on the 
grounds that there had been no showing of water com- 
petition such as was alleged. 
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LIVE POULTRY RATES 


In No. 9686, Swift & Co. vs. C., B. & Q. et al., opinion 
No. 5247, 50 I. C. C., 233-4, the Commission held that local 
in and out rates were applicable on L. C. L. shipments of 
live poultry gathered in Missouri for dressing at Trenton, 
Mo., and thence shipped out in carload lots to interstate 
destinations. It therefore dismissed the complaint. 


RATE ON HIDES 


The Commission has condemned as unreasonable a rate 
of 39 cents on green salted hides from Memphis to Fort 
Smith, Ark., in No. 9912, Merchants Freight Bureau of 
Little Rock, Ark., vs. Mo. Pac., opinion No. 5254, 50 I. C. 
C., 247-8. It ordered the carriers to establish a rate of 


32.5 cents on or before August 15, but denied reparation. 


RATE ON CYPRESS LUMBER 


The Commission in No. 8029, Storm Lake Tank & Silo 
Company vs. L., R. & N., and parts of fourth section ap- 
plication Nos. 2045 and 2717, opinion No. 5234, 50 I. C. C., 
198-200, condemned the rates on cypress lumber as un- 
reasonable from Sorrento, Blaque Mine and Garyville, La., 
to Storm Lake, Ia., but denied reparation. The rate 
charged was 33 cents, the combination on Cairo. The 
Commission held that 30 cents would be the reasonable 
rate and the carriers are required to establish that on or 
before September 2. 


RATE ON STAVES 


An order of dismissal has been entered in No. 9559, 
Lucas E. Moore Stave Company vs. S. A. L. et al., opinion 
No. 5245, 50 I. C. C., 229-30, the Commission holding that 
the rate on staves from Savannah, Ga., to New York had 
not been shown to be unreasonable or unjustly discrimi- 
natory. 


MISROUTING OF PANTS 


Reparation has been awarded in No. 9774, Green Bay 
Specialty Company vs. N. Y. & Long Branch R. R. et al., 
opinion No. 5249, 50 I. C. C., 237-8, on account of a mis- 
routed L. C. L. shipment of pants, from Asbury Park, N. J., 
to Green Bay, Wis. 


MISROUTING OF LUMBER 


An award of reparation has been made in No. 9636, 
Graham County Lumber Company vs. Southern et al., opin- 
ion No. 5246, 50 I. C. C., 231-2, on account of a misrouted 
carload of lumber from Andrews, N. C., to New York. 


RATES ON CONDENSED SMOKE 


In No. 9505, E. H. Wright & Co., Ltd., vs. A. T. & S. F. 
et al., Opinion No. 5243, 50 I. C. C., 225-7, the Commission 
held that the railroads had not justified a rate of $3 on 
condensed smoke in glass, L. C. L., from Kansas City to 
San Francisco and other points in California, Washington 
and Oregon. For several years prior to November 15, 
1914, this product of the condensation of vapors made by 
burning certain kinds of wood, and used in the curing of 
meats, was carried at a rate of $2 in the general list of 
drugs and chemicals. On the date mentioned the two-dol- 
lar rate was cancelled, leaving in effect the higher first- 
class rate. On October 18, 1915, the former commodity 
rate was restored and the carriers will have to return 
the dollar they collected in excess of the re-established 
commodity rate. 


PETROLEUM AND PRODUCTS 


In No. 9456, Indian Refining Company vs. B. & O. S. W. 
et al, opinion No. 5255, 50 I. C. C., 249-52, the Commis- 
sion held the rates imposed on petroleum products, in 
tank cars, from Lawrenceville, Ill., to Detroit, West De- 
troit and Jackson, Mich., since Jan. 2, 1915, to have been 
and to be unreasonable to the extent that they exceeded 
or may exceed 90 per cent of the fifth class rates. 


When 
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the complainants in the case mentioned and the four sub- 
numbers thereunder heard with the main case, prepare 
a statement to show the shipments made since Jan. 2, 
1915, the Commission will consider the entry of an order 
of reparation. Parts of fourth section application No. 2060, 
filed by J. F. Tucker, were considered in connection with 
these cases. In fourth section order 7326 the carriers 
were authorized to establish rates on petroleum and its 
products from Lawrenceville, via indirect routes to State 
Fair, Dearborn and Leoni, Mich., and from Allendale, II1., 
to Jackson, Detroit and West Detroit, via indirect routes, 
not higher than via the direct routes. All other relief 
denied.as of September 2, by which date tariffs are to 
be filed, and made effective on statutory notice. 


RATE ON EXCELSIOR 


An order of dismissal has been entered in No. 9763, 
Batesville Excelsior Co. vs. Mo. Pac. et al., Opinion No. 
5248, 50 I. C. C. 235-6, the Commission holding that the 
rate on excelsior from Batesville, Ark., to El Paso had 
been justified. The rate collected was 60c. The complain- 
ant thought the old rate of 41c should be restored and 
reparation made for the difference. 


CHARGES ON YELLOW PINE 


An award of reparation has been made in No. 9837, Wil- 
liam K. Noble vs. L. & N. et al., Opinion No. 5253, 50 
I. C. C. 245-6, on account of illegal and unreasonable 
charges on a carload of yellow pine heading from Dallas, 
Ala., to West Rutland, Vt. 





MOVEMENT HELD INTRASTATE 


The Commission has dismissed No. 9465, Valley & Siletz 
R. R. Co. et al. vs. S. P. et al., Opinion No. 5242, 500 I. C. 
C. 223-4, holding that the movement of several carloads of 
relaying steel rails and fastenings from Portland, Ore., to 
Crisp, Simpson and Falls City, Ore., were intrastate and 
beyond the jurisdiction of the Commission. The rails 
originated at Auburn, Wash., and were shipped between 
September 11, 1915, and May 12, 1916. Prior to the move- 
ment of the shipments the complainant railroad company 
entered into contracts with dealers in second hand railroad 
equipment at Portland, under the terms of which specified 
quantities of relaying rails and fastenings, acceptable to 
complainant’s inspectors were to be delivered f. o. b. Port- 
land. The dealers bought the rails and fastenings from 
the Northern Pacific at Auburn and the Northern Pacific 
delivered them at Portland. The complainant teck out 
bills of lading from Portland to the destinations in Oregon 
before mentioned. The complaint was directed solely 
against the charges collected for the movement beyond 
Portland. In disposing of the case, the Commission said: 
“While at the time the shipments left Auburn the North- 
ern Pacific may have known in a general way that the 
dealers intended to dispose of the rails and fastenings 
at Portland, it does not appear that it was under any 
obligation, undér its contracts with the dealers, to trans- 
port them to any other destination, nor did it have any 
dealings whatsoever with complainants prior to the deliv- 
ery of the material to the dealers at Portland. Complain- 
ants having subsequently acquired title under the terms 
of their contracts with the dealers, entered into inde- 
pendent contracts for its further transportation. We find 
that the transportation beyond Porland was separate and 
distinct from the movement to that point and was intra- 
state; Gulf, Colorado & Santa Fe Ry. Co. vs. Texas, 204 
U. S., 403; Zelnicker Supply Co. vs. M. K. & T. Ry. Co., 
37 I. C. C., 615, and that the question of the rate for that 
service is beyond our jurisdiction.” 


LATE DECISIONS 


The Trafic World Washington Bureau. 

In Docket No. 9373, Cleveland Provision Company against 
Ann Arbor Railroad Company et al., the Commission June 
21 held that when two days’ notice had been given for a 
double-deck stock car and the carrier was unable to fur- 
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nish it, the rates for such double-deck equipment should 
apply on cars that might be furnished. 

The Commission dismissed case No. 8051, American Re- 
frigerating Company against the Frisco, holding that 
charges on petroleum tailings from Okmulgee, Okla., to 
Gretna, La., reconsigned to Amesville,.La., there barreled 
and reshipped to Westwego and New Orleans for export, 
had not been shown to be unreasonable or otherwise illegal. 

Fifth class, carload, and fourth class, less than carloads, 
are not unreasonable or discriminatory ratings for maca- 
roni products between points in the three classifications 
the Commission holds, dismissing case No. 9318, National 
Association of Macaroni and Noodle Manufacturers against 
the Alabama Great Southern. 

In No. 6195, G. Heileman Brewing Company against the 
Burlington, the Commission has decided that rates on beer 
from La Crosee to Moorehead and Breckenridge, Minn., 
are unduly discriminatory in favor of brewers in Milwau- 
kee and Chicago because on a higher relationship to fifth 
class than rates on beer from Milwaukee and Chicago. 


PASSENGER FARES 


The Trafic World Washington Bureau. 
In the tentative report (not a decision of the 


Commission, as was incorrectly stated in The Traf- 
fic World of June 15) on No. 9907, Commercial Club 
of Omaha vs. Baltimore & Ohio et al., Attorney-Examiner 
Charles F. Gerry recommended that the Commission rec- 
ognize carrier competition as controlling in the making 
of summer excursion fares from Kansas City and St. 
Joseph, Mo., lower than from Omaha to points east of 
the Mississippi and north of the Ohio and Potomac rivers. 
His language is that the Commission “find that the sum- 
mer excursion fares between Omaha and points in the 
United States east of the Mississippi and north of the 
Ohio and Potomac rivers were not, during the season of 
1917, unreasonable, unjustly discriminatory, or unduly 
prejudicial” because “competition of lines serving Kansas 
City and St. Joseph and not Omaha have created circum- 
stances and conditions from Kansas City and St. Joseph 
in respect of passenger traffic, which did not obtain from 
Omaha.” 

The Chicago & Alton is the road that departed from 
the usual basis of making passenger fares from the Mis- 
souri River points. Its competitors did not follow suit in 
all instances. Omaha thought the prevalence of higher 
summer excursion fares hurt its prestige and took busi- 
ness from it, but the attorney-examiner felt constrained 
to recommend that the Commission hold that the other 
carriers could not be held to discriminate against Omaha 
because they did not give that city as low rates as the 
Chicago & Alton forced from Kansas City and St. Joseph. 

As to fares to and from Canada, Mr. Gerry had to rec- 
ommend a finding that the Commission has no jurisdiction. 


COMMISSION ADOPTS PROCEDURE 
(Continued from page 1344) 
may render necessary will be made in the Commission’s 
rules of practice.” 

The question as to what the Commission should do with 
complaints filed before the President began making rates 
had been under discussion among the members informally 
ever since the issuance of General Order No. 28. They be- 
gan formal consideration of it June 18, with the thought 
that they would complete their discussion and come to a 
decision in three or four days. Two distinct ideas de- 
veloped, with four commissioners, it is understood, favor- 
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ing one solution, four another, and the ninth man uncertain 
as to what should be done. The line-up of the commis. 
sioners was not disclosed. 

One quartette favored doing nothing until October. The 
other had the idea that cases raising questions of undue 
discrimination only should be disposed of just as if the 
President had not ordained the big increase in rates that 
are due to become effective June 25. 

As to cases challenging the volume of the rate, the four 
favoring action suggested that the complainants be formally 
advised as to the change brought about in the situation by 
General Order No. 28 and that they be asked, in view of the 
changed conditions, whether they desired to amend their 
complaints so as to make them cover rates that became 
effective June 25. 

The statute gives the Commission authority, on com- 
plaint against rates prescribed by the President, to issue 
any order respecting them authorized by the act to regu- 
late commerce. That language, divorced from all other 
language in the statute books, is clear enough. The Presi- 
dent has the power to prescribe rates and make them 
effective on whatever notice he chooses to give. The Com- 
mission has the right to change such rates. Nobody ques- 
tions the accuracy of either proposition. 

But if the President had power to. change rates, by 
means of General Order No. 28, that were prescribed by 
the Commission, has he not the power to change the rates 
the Commission may prescribe as a result of its investiga- 
tion under a formal complaint against the rates prescribed 
by the President? If he had power to change those in 
effect June 24, what is there to prevent him changing 
such as the Commission may prescribe later? 

The conclusion is inevitable that Congress, when it 
changed the system that had been in effect since 1906, pro- 
vided the way for a monkey and parrot time, if the Presi- 
dent and the Commission care to engage in such antics. 
Under the control law the President prescribes and makes 
effective whatever rates he thinks fit. Under the same 
statute, after they are effective, the Commission, on formal 
complaint, may restore the old rates, or such as it be- 
lieves to be just, reasonable and non-discriminatory and 
make them effective, say, on September 10. Inasmuch as 
the Commission must give some notice, the President nat- 
urally would be fully advised as to what was going on. It 
could not put in midnight rates or perform any other of 
the didoes the railroad presidents occasionally performed 
while they had the rate-making power. 

On September 8 he could issue his order prescribing 
the rates which the Commission had condemned, and make 
them effective September 10, thereby nullifying what the 
Commission had done. Of course, he would not need to 
take such trouble. The Overman law authorizes him to 
obtain a Commission that would not question his judgment 
as to what would be the proper rate. To be sure, shippers 
who protested against that statute were told he would not 
exercise the power. Senator Overman, on the floor, made 
that promise, but nobody knows who, if anyone, authorized 
him to make the promise. Promises were plentiful at the 
Capitol during the consideration of the federal control 
bill. Chairman Sims, for instance, assured nearly every- 
one who protested against it that the power would not be 
used except in times of great military or financial emer- 
gency. Those who have been fretted by the certainties 
and uncertainties of General Order No. 28, as a rule, are 
not able to perceive the military or financial emergency 
that called for its issuance. 

There is nothing from the President to indicate that he 
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would not use the power granted in the Overman law 
rather than face the possibility of having a situation arise 
in which there would be a contest between himself and 
the Commission as to the rates that shduld be published. 
Even if he had made such a promise or authorized anyone 
to make it, the change in conditions, it is suggested, might 
be ground for a withdrawal of it. 


McADOO EXPOUNDS POLICY 


. The Trafic World Washington Bureau. 

Director-General McAdoo June 16 gave out the following 
statement with regard to the policy of the Railroad Admin- 
istration: 

The policy of the United States Railroad Administration 
has been formed and shaped by a desire to accomplish 
the following purposes, which are named in what I con- 
ceive to be the order of their importance: 

First, the winning of the war, which includes the prompt 
movement of the men and material that the government 
requires. To this everything else must be subordinated. 

Second, the service of the public, which is the purpose 
for which the railways were built and given the privileges 
accorded them. This implies the maintenance and im- 
provement of the railroad properties so that adequate trans- 
portation facilities will be provided at the lowest cost, the 
object of the government being to furnish service rather 
than to make money. 

Third, the promotion of a spirit of sympathy and a bet- 
ter understanding as between the administration of the 
railways and their 2,000,000 employes, as well as their 
100,000,000 patrons, which latter class includes every indi- 
vidual in the nation, since transportation has become a 
prime and universal necessity of civilized existence. 

Fourth, the application of sound economies, including: 

(A) The elimination of superfluous expenditures. 

(B) The payment of a fair and living wage for services 
rendered and a just and prompt compensation for injuries 
received. 

(C) The purchase of material and equipment at the 
lowest prices consistent with a reasonable but not an ex- 
cessive profit to the producer. 

(D) The adoption of standardized equipment and the 
introduction of approved devices that will save life and 
labor. 

(E) The routing of freight and passenger traffic with 
due regard to the fact that a straight line is the shortest 
distance between two points. 

(F) The intensive employment of all equipment and a 
careful record and scientific study of the results obtained, 
with a view to determining the comparative efficiency 
secured. 

The development of this policy will, of course, require 
time. The task to which the Railroad Administration has 
addressed itself is an immense one. It is as yet too early 
to judge of the results obtained, but I believe that great 
progress has been made toward the goal of our ideals. 
All those who have had a share in this great work, includ- 
ing especially the members of my staff and the officers 
and employes of the railways, have shown intelligence, 
public spirit, loyalty and enthusiasm in dealing with prob- 
lems that have already been solved and attacking those 
that still await solution. With their continued co-opera- 
tion, I feel assured of a future in which the lessons of our 
accumulating experience will be effectively employed to 
humanize the science of railroading and negative the idea 


.that corporations have no souls. 


NEED FOR REGIONAL DIRECTORS 


The Trafic World Washington Bureau. 

Appointment of additional regional and district railroad 
directors, from White Sulphur Springs and Washington, is 
taken as indicative that Director-General McAdoo is com- 
ing to a realization that while one head for the railroad 
System of the country is desirable, it is physically im- 
possible for one man really to manage the railroads, ex- 
cept only on the broadest lines of policy; that it will be 
hecessary to have regional or district directors, appointed 


THE TRAFFIC WORLD 





1353 


either for reasons of geography or peculiarity of traffic, 
who will have to have comparatively wide latitude if the 
business of railroading in the United States is to be kept 
from becoming ossified by falling into a stringent red-tape 
situation, without allowing initiative to anybody, with the 
consequent penalty for such—high cost of operation and 
generally unsatisfactory service. 

Need for still more regional directors, it is believed, 
will arise from the fact that the Director-General is carry- 
ing out his determination to dispense with the services 
of presidents who have been mere policy-makers than op- 
erating officials. There are going to be questions of policy, 
it is believed, even if there is a general supposition that 
governments do not have to consider the effect of what 
they do, when they think they are dealing only with their 
own subjects or citizens. With regard to the effect of 
General Order No. 28, it is believed, the advice of many 
of the presidents will be needed when the time comes, as 
it is believed it will, to have a decision as to whether 
the business of a particular branch or part of a railroad 
is going to be allowed to dry up and blow away because 
rates have become solidified and cannot be made to yield 
to the necessities of business, because of the worship of 
uniformity. 





NO. 28 CHANGED AGAIN 


The Trafic World Washington Bureau, 

The Railroad Administration, June 19, still further re- 
ceded from the general rules in G. O. 28, by ordering 
import and export rates via Pacific and Gulf ports because 
the cancellation of such rates would have forced still 
further congestion at Atlantic ports. West bound rates 
announced are mixed carload commodity rate of $2.00 to 
replace one of $1.50, restricted to movement by one ship; 
agricultural implements, locomotives, railway equipment, 
lubricating oils, and sewing machines, carloads, $1.25; 
cigarettes and tobacco stock, $1.565; iron and steel articles, 
Colorado, 60 cents; Chicago, 75 cents; Birmingham, Pitts- 
burgh, and east, 85 cents. 

Import rates via Pacific ports, carloads are: Tapioca 
flour, copra, fish, soya bean oils and palm kernels, $1.125; 
china and glassware, L.C.L., $2.70, and C.L., $1.875; matting 
and tea, L.C.L., $2.50 and C.L., $1.875; tin, $1.25; burlap, 85 
cents; toys $2.00; green coffee, 80 cents; cocoa beans, 94 
cents; crude rubber, gums, locorice root, and rattan, $1.656; 
silk, passenger train service, $7.50; petroleum from mid- 
continent field via New Orleans or Galveston, twenty-five 
per cent above export rates. 

It was announced unequivocally that, except as above, 
no changes will be made in oil rates until after June 25. 
This was to quiet a report based on supposed confidential 
advices that the basis of petroleum rates was to be changed 
from percentage to specific right away. There is a strong 
probability of a change being made, but not until after 
June 25, unless the Administration has a further change of 
mind. Luther Walter says there will be no change until 
after the effective date. The conviction is strong that the 
change will be made from the percentage to the specific 
basis a day or two after the percentage increase has gone 
into force, so the only effect would be to stop shipments 
of badly needed supplies, at a time when the Fuel Adminis- 
tration is trying to increase them. 

The explanatory note attached to the formal announce- 
ment of the Railroad Administration as to export and im- 
port rates via Pacific ports is taken as indicating early 
recessions by the administration from its orders to cancel 
all export and import rates. The note says grave injustices 
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would result from the application of domestic rates, hence 
the making of exceptions in behalf of Pacific ports. 

The Texas delegation in Congress June 19 filed a demand 
that Galveston be accorded export and import rates so as 
to preserve parity with New Orleans. Other gulf ports 
have also appealed to their senators. 

The formal announcement of rates June 19 adds sugar 
to the list of imports to take an 80-cent rate. 

New export rates are to be effective June 26 if Countiss 
can get his tariff ready by that time. Domestic rates will 
apply from June 25 until Countiss is able to do that work. 
Administration official who are not railroad men do not 
seem to appreciate the confusion this will cause. 

In announcing the making of export and import rates 
the Railroad Administration said: 

“The import and export rates were canceled by General 
Order No. 28. It was realized that there were important 
movements of traffic to and from the Orient which were 
not covered by domestic commodity rates or on which 
the application of domestic rates would work undue hard- 
ship and disturb trade conditions, eventually curtailing 
traffic. 

“After consultation with the commercial interests, it 
has been decided to publish the following rates to apply 
on export and import business via-the Pacific coast. These 
rates will be effective June 26 if tariff can be published 
by that date. Other export and import rates will be named 
at a later date.” 

The import and export rates that will be published by 
the Trans-Continental Tariff Committee, effective June 26, 
to replace rates acnceled by General Order No. 28, are 
as follows: 

FREIGHT RATE AUTHORITY NO. 1. 
WXPORT RATES VIA PACIFIC COAST. 
(Carloads only.) 


Items in R. H. 
- Countiss’ 
tariffs contain- 


General ing complete From Rates 
description. description points in in cts. per 
to be 100 Ibs. 
published. 

All commodities...Item 465, I. C. C.All points in 200 
No. 1039, but Groups D, E, F, 
application of G, H and J of 
rate to be re- R. H. Countiss’ 
stricted to ap- Tariff I. C. C. 
ply only when 1048, also from 
entire earload all other points 
is delivered to in United States 
one vessel. east of the 

Mississippi Riv- 
er, including the 
southeast. 

Agricultural im- Item 15, 

plements ........ I. C. C. No. 1039. Do. 125 

Machiriery ....cee- Item 280, 

I. C. C. No. 1039. Do. 125 

Oil Well Sup-_ Item 305, 

SE ccininsscoes I. C. C. No. 1089. Do. 125 

Sewing machines..Item 285, 

L €. & Me. 3689. Do. 125 

Railway equip- Item 350, ; 

BE . caevevews cool. C. C.. No. 1089. Do. 125 

Locomotives ....... {tem 275, : 

i. <, €. No. 2089. Do. 125 

Cars, passenger Item 355, 

and freight ..... i. C. C. No. 1039. Do. 125 

Oils, lubricating...Item 300, 

I. C. C. No. 1089. Do. 125 

Cigarettes and Item 3775, 

OEO siessuce I. C. C. No. 1048. Do. 156% 

DOD oc ccncvane -Item 3780, 

I. €.. ©. No. 2046. Do. 156% 

Iron and steel— 

Structural ...... Item 195, 
I €. Cc. No. 1089. See note. é 
Car wheels and Item 200, f 
ere soocnts Ge G. Moe; 3698. See note. 
Boiler and plate..Item 210, 
©. €&. Bo. 2688. RS es oe eae 
Axles, tiresand Item 220, 
a . &. €& Mo: 2688. See note. 
Pipe and fit- Item 235, 
ee I. C. C. No. 1039. See note. 
Rolls, ridge, etce..Item 240, 
L iacu 4 oe eeelita dk. C. C. Ne. 1089: See note, ob kiss 
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Note.—Rates on all iron or steel articles shall be as follows: 
From Group J as described in R. H. Countiss’ I. C. C. No. 1048, 
60c; from Groups D, E, F, G, H as described in R. H. Countiss’ 
I. C. C. No. 1048, 75c; from all other points in the United States 
east of the Mississippi River, including the southeast and New 
York City Piers, 85c. 


IMPORT RATES VIA PACIFIC COAST. 
Items in R. H. 


Countiss’ 
tariffs contain- Rates 
General ing complete —— in cts. per 
description. description points in 100 Ibs. 
to be 
published. L.¢c.}. Cul, 
po Pre Item 20, Points in Groups... 85 
.C.€& No. tet... Ft 
and J of R. H. 
Countiss’ Tariff 
L. €. &. Me. 2046 
and to all other 
points in the 
United States 
east of the Mis- 
sissippi River. 
Beans, cocoa ...... [tem 45, Do. pias 94 
I. C. C. No. 1046. 
Coffee, green, Item 160, Do 80 
min. 80,000 Ibs...I. C: C. No. 1046. 
(a ee Item 165, Do. eos 112% 
I. C. C. No. 1046. 

Chinaware ........[tem 225, Do. 270 187% 
I. C. C. No. 1046. 

Glassware ...... ..-[tem 290, Do. 270 187% 
I Cc. C. No. 1046. 

Gums, Combine Items Do. 156% 

min. 50,000 Ibs... 305 and 310 of 
I. C. C. No. 1046. 
Licorice root ......ftem 410, Do. vee §=156% 
I. C. C. No. 1046. 
pO a a Pere Item 445, Do. 250 187% 
.¢& €. Ne. 1646. 

Oils, in packages Combine Items Do. soe Saaee 
at min. wt. 40,- 475, 485, 490 crude 
000 Ibs. or in and 495 of I. . 122% 
tam. GOPR. cis iiase Cc. ¢C.. Me. 1046. refined 

Palm kernels ...... Item 530, Do. 112% 

I. © C. No. 104. 
Rattan revere, Ug Do. 156% 
I. C. C. No. 1046. 
MOT ..«:c cece eocceltem 585, Do. 156% 
. C. C.. Ne; 106. 
 eererrerr. ecocoeeltem 595, Do. 112% 
‘.. €& €&. Ma. 1046. 
. daccucmaetea --eeitem 635, Do. ee 
I. Cc. €. No.- 104. 
WO: wiseteuee oscccettem 700, Do. 250 187% 
I. C. C. No. 1046. 
Tea sweepings ....Item 705, Do. veo 187% 
¥. C. C. No. 1046. 
Wk Ssadwas nandeaoue Item 715, Do ‘ 125 
I. C. C. No. 1046. 
res ecocltem 3975 of Do. inv 2 
Trt. Sie. 5. 
C. No. 1036. _ 
Sugar, raw .......[tem 3145C of Do. coe §@6=— 816’ 


Transconti- 
nental Trf. 3M 
I. C. C. No. 1038. 


Shippers Are Hopeful 


Taking the changes already ordered in the rates decreed 
in General Order No. 28 and the statement given out by the 
Director-General June 16 together, shippers are inclined to 
believe that they have finally convinced the Railroad Ad- 
ministration people that they made an error when they 
assumed that because they had virtually persuaded Con- 
gress to condemn the Commission as incompetent to regu- 
late transportation, they were going to be able to “put 
over” the things the Commission had stopped in the last 
half-dozen years. 

The letter which Laurence Finn wrote to the President 
caused satisfaction as indicating that if the Railroad Ad- 
ministration men insist on placing the blame for what 
they do, state commissidners will not hesitate to call on 
the President, in language that cannot be misunderstood, 
to correct their errors and also to look into the things 
the men in charge under Director-General McAdoo assert 
were done by his direction. 

Inquiries have been made by men who have been known 
to make inquiries for the President, which lead to the 
impression that the President has taken note of the dis- 
satisfaction that has been shown and has taken some sieps 
to find out whether things are as smooth as he was prob- 
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ably led into believing they would be when he was per- 
suaded that the only way to speed up transportation was 
to deprive the Commission of power and give it all to the 
assistants Mr. McAdoo might choose from among railroad 
men who had inspired his confidence. In other words, 
those who have been long involved, in one way or another 
in the transportation business and its incidents, believe 
a better day is coming, because Mr. McAdoo has found 
it desirable to make a statement of policy and also to 
have his assistants make changes in General Order No. 
28, such as they declared would not be made until after 
the effective date of the tariffs. 
Rates on Sand, Etc. 

Luther M. Walter and Paul Hastings, sitting as repre- 
sentatives of the Railroad Administration, June 18, 
in one of the Commission’s hearing rooms, had as 
an audience attorneys and traffic managers for sand, 
gravel, brick, cement and crushed stone shippers, 
numbering forty or fifty of the men who have heretofore 
been appearing before the Commission. They were pro- 
testing against the specific cents per hundred pounds in- 
creases, Which are two cents on cement and one cent on 
the other commodities. W. E. McCornack and J. H. 
Swango, among the earliest to speak on the subject, pro- 
tested against such increases, which, they said, would run 
from 50 to 100 per cent in many cases. Mr. Swango said 
that the average rate on sand and gravel was being put up, 
on a conservative estimate, at least 40 per cent. He was 
speaking particularly about Terre Haute interests. Mr. 
McCornack spoke for those affected by the increases in 
the Chicago district. The former said that the advances 
on the Big Four amounted to between 90 and 100 per cent, 
all coming in ninety days, to 93 per cent on the Wabash. 

Those appearing before the informally constituted tri- 
bunal of the Railroad Administration were uncertain as 
to the object to be accomplished by the government— 
whether the industries they were representing were to 
be killed, or whether the object was to raise revenue. 
They said that if the former was the object sought, the 
rates were calculated to accomplish the end in view. If 
the raising of revenue was the desired end, then the tariffs 
would not accomplish anything. 

Hastings and Walter are the men to whom shippers have 
been referred by the Railroad Administration, which de- 
cided on the increases and then announced that there 
would be no changes until after the effective date of Gen- 
eral Order No. 28. Recession had to be made from that 
position, within a week, to avoid catastrophe of one kind 
or another. 

More Changes Expected 


Altered in its most material parts, other than the gen- 
eral advance of 25 per cent, General Order No. 28 will 
tecome effective June 25. Although the Railroad Admin- 
istration has asserted that no more changes will be made 
before the effective date, that declaration, it is thought, is 
not to be taken too seriously. 


Changes in the order, by means of “interpretations,” 
began being made on June 7, less than a week after Luther 
M. Walter announced that no changes would be made. 
That was an untenable position, as shown by the fact 
that “interpretations” began going out to the men pre- 
paring tariffs on the date mentioned. The interpreta- 


tions were not made public in Washington. General 
declarations as to their character were given out, but the 
language of the interpretations was sent to the regional 
directors. 

Therefore, it is safe to say that the Railroad Adminis- 
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tration, which has never had a publicity scheme such as 
the Interstate Commerce Commission worked out in the 
years it was in control of the relations between common 
carriers and the public, is still without a scheme for pub- 
licity such as will afford the paying public an idea as to 
what is being done to its pocket book. Writing laws at 
the top of high walls was no more secretive than the way 
the Railroad Administration has for dealing with its sup- 
posed master, the American public. 

Amazing rate follies will be gradually disclosed, it is 
believed, possibly before the effective date, but certainly 
as soon as shippers begin filing their formal complaints 
with the Interstate Commerce Commission. One that is 
already receiving the attention of shippers is the fact that 
the general run of commodity rates in eastern trunk line 
territory, from and after June 25 will be higher than in 
western trunk line territory. A cursory check of half a 
dozen commodities shows that, generally speaking, the 
level of commodity rates in the region of greater traffic 
density will average about 12.5 per cent higher than in 
the one of much lower density. That is to say, the dis- 
trict having 100 to represent density will have rates of 
about 112.5 per cent, while the territory having a density 
of about 60 will have a level of rates represented by 100 
per cent. 


Until the grant of 15 per cent advance to the eastern 
railroads was made, the western trunk line commodity 
rates were considerably higher than eastern trunk line. 
When, however, the Commission receded from its original 
stand on the fifteen per cent case and allowed increases 
on commodity rates the ridiculous situation of higher com- 
modity rates in a higher density area than prevails in 
a lower density area was presented, and this latest order 
accentuates the folly. 


Reports have come from shippers that the railroad men 
who are in charge of affairs have become alarmed over 
declarations made to them that certain individual shippers 
will be put out of business by the increases. Quietly 
railroad men are going to shippers, especially in the east, 
to inquire whether the situation is really as serious as 
they have been told. These inquirers are proceeding as 
if they had been instructed to do gumshoe work. Ship- 
pers are wondering whether they have not been sent out 
on orders from Washington. They are inclined to think 
that somebody in authority is becoming just a little wor- 
ried, at least to the extent of thinking that perhaps growl- 
ing and irritability on account of what has been done is 
not to be taken as evidence of pro-German feeling. 


State schedules, classifications and minimum weights 
are to be used as the foundation for making increases 
applicable on intrastate traffic. That is the result of the 
journey of state commissioners to White Sulphur Springs 
and the conference there on June 6, and the conference 
of southeastern senators with Director Prouty two days 
later. The determination of the Railroad Administration 
to respect the form of the state rate structures was really 
in effect before the senators summoned Prouty into their 
presence. They, however, believe they compelled the 
Administration to pay that mark of respect, although, as 
a matter of fact, the opposition from shippers and from 
the state commissioners made the traffic men in the Rail- 
road Administration see that, meritorious as it may be 
to get rid of state rates, this is not the time to undertake 
such a change, especially if the real purpose of the in- 
crease in rates is, as claimed, to raise money urgently 
needed. 

That is the greatest change in No. 28. Other changes 
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are the elimination of the $15 per car minimum from ore, 
stone (crushed, broken and ground), sand, coke, gravel, 
brick, logs and cement, limiting the increase, when ap- 
plied to a combination through rate to 25 per cent or 
the specific maximum provided, except on grain and grain 
products, instead of allowing it to be imposed on each 
component; imposing the increase, percentage of specific, 
on intra-terminal shipments, and half a dozen other smaller 
changes, to be ascertained from the supplement to No. 
28 itself, issued under date of June 12. 

The supplement does not settle the big issues raised 
by the issuance of the new order. There are still many 
points on which the Railroad Administration will feel 
constrained to recede, possibly before the effective date 
and certainly soon thereafter. For instance, an 1,100 per 
cent increase in the rates on “lug” boxes in California 
used in carrying fruit to canneries, it is believed, will 
not long remain in effect. Seth Mann, of the San Fran- 
cisco Chamber, hurrying across the continent learning as 
many details of No. 28 as he could, arrived June 13, car- 
rying with him the details of that increase. Up to that 
time it was supposed that the 700 per cent increase in 
rates on cotton from Lynchburg, S. C., to Columbia, S. C., 
was the prize change. 

The California increase is more irritating than the one 
in South Carolina, because it enables one set of vegetable 
canners to get off with an increase of 25 per cent on the 
“lug” boxes they use, while the other set is supposed to 
pay the 1,100 per cent advance. The big hoist was caused 
by the fact that one set of rates are published as specific 
commodity rates, while the others were carried in ex- 
ceptions to the classification. Mr. Mann -was not sure, 
when he told about the wonderful effect, what the sup- 
plemental order would do to that situation. 

In various parts of the country there are class scales, 
prescribed by the Interstate Commerce Commission, to 
be used as proportionals, minima of which are as low 
as seven and eight cents. The query is as to what effect 
the prescription of the minimum class scale beginning 
with 25 cents first class will have on such scales. Nobody 
is certain as to the answer, the weight of opinion, how- 
ever, being that they will go into the discard. In Kansas, 
Nebraska and Iowa there is an interstate scale, to be used 
in concentrating eggs, poultry and butter, beginning with 
eight cents second class. What effect will the order have 
upon them? Nobody knows the answer, although it seems 
to be that the minimum class scales will apply, thereby 
increasing the cost on food products to such a degree that 
there will be a reflex action that is definite and marked, 
and one that can be plainly indicated to those who take 
the trouble to inquire why such things have taken place. 

On account of these things, it is believed, more changes 
will be made before the effective date, declarations to 
the contrary notwithstanding. The conviction is strong 
that Director-General McAdoo, being surrounded only by 
railroad men, has not the slightest conception of the re- 
action that may be expected to follow the attempt of his 
subordinates in one order to remake the entire rate 
structure and do it by means of horizontal advances, 
thereby increasing the disadvantages of those farthest 
from the markets and inviting further congestion in the 
already congested east, by an adjustment of rates forcing 
a development of the short-haul business. 


APPOINTMENTS BY AISHTON 
R. H. Aishton, regional director of western railroads, an- 
nounces the appointment of M. J. Gormley, assistant re- 
gional director, and J. G. Woodworth, traffic assistant. 


SHORT LINE PROBLEM 


The Trafic World Washington Bureay, 

According to John Barton Payne, principal law adviser 
to Director-General McAdoo, the regional directors haye 

recommended the release of “several hundred” of the 67; 
short-line railroads, the status of each of which is jp 
question among the officials of the Director-General. Ag 
he figures the matter, it will cost the government about 
$20,000,000 a year to keep all the short lines. The execy. 
tive committee of the American Short Line Railroad Asso. 
ciation has presented the form of a contract to be made 
by the government with the short lines, which may be 
made the basis of an agreement. Such contract could not 
be made with them unless they were kept under federal 
control. It is impossible for the Railroad Administration 
to dispose of the questions concerning the status of the 
roads before the beginning of 1919. Therefore it has 
asked the extension of the time for deciding the question 
of retention or relinquishment to Jan. 1, 1919. 

The foregoing is the gist of what Mr. Payne told the 
House committee on interstate and foreign commerce June 
17. It pleased the short-line people—not that the regional 
directors had recommended the release of “several hun- 
dred,” but because Mr. Payne told the committee that 
the contract submitted to the Railroad Administration by 
them constituted a basis for an agreement between the 
government and the short lines. They did not agree with 
him that it would cost the government $20,000,000 a year 
to keep the short lines, but they did not make a point 
of that, being willing to go into that phase of the subject 
and show that the cost cannot be that much; that if, as 
suggested by those seeking to justify the twenty-five per 
cent advance in freight rates, it will cost the country 
$500,000,000 to operate the trunk lines, with a mileage 
of about 200,000, then the operation of 30,000 miles of 
short lines at a cost of $20,000,000 will provide some 
transportation at least at a lower cost than has been 
estimated by the defenders. If the operation of the short 
lines were proportionately as expensive, mile for mile, as 
the trunk lines, then the country would have to pay $75, 
000,000 for the privilege of keeping the short lines. But 
the short-line people do not believe the cost of the gov- 
ernment operating the trunk lines will be $500,000,000 any 
more than they believe the operation of the short lines 
would cost the country $20,000,000. 

Mr. Payne was the only witness before the committee 
on that day. Arrangements were made at that time to 
hear the short lines June 19. 

The committee, June 17, began consideration of the joint 
resolution ,offered in both houses a few days before, ex- 
tending to January 1 the time on or before which the 
President may relinquish railroads from federal control. 
The American Short Line Railroad Association was 
represented by members of the executive committee 
which began a continuous sitting in Washington in April 
so as to be present during the whole time the question of 
relinquishment of railroads might be under discussion. 
The committee was organized to hold its daily meetings 
until July 1, the day on which, under the federal control 
law as passed, the authority of the President to relin- 
quish railroads comes to an end. 

A definite understanding as to the attitude the short 
line railroads would take was reached by this committee 
before the House committee announced its hearing. It 
was that the association should stand for a reiteration, in 
the joint resolution, of the sections of the law bearing on 
the status of the short lines. The executive committee 
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men took the position that the short lines won their fight 
while the control bill was under consideration and that the 
only thing they could ask of Congress now would be the 
adoption of a resolution indicating that Congress meant 
what it said when it declared that all the benefits of the 
act should inure to the short lines which had been in com- 
petition with the lines taken over or which connected with 
lines so taken under federal control. 


Under that language of the statute the short lines have 
denied that the President has any discretion of retention 
or relinquishment, as to the short lines which compete or 
are connected with lines taken over. The Railroad Admin- 
istration, through Regional Director Markham, some time 
ago put out a construction of the statute claiming the Pres- 
ident has the power to say what lines he will relinquish. 
At one time the Administration took the position that the 
question as to whether a given line had been taken over 
had not been decided. When that got the Administration 
into an uncomfortable position there was a switch to the 
effect that the short line in question had been taken over, 
but that the question of its retention had not been de- 
cided; also that the Director-General was not exercising 
jurisdiction over the line, although it was taken over. 


Several railroads have received letters signed by John 
Barton Payne notifying them that they have been relin- 
quished. Several asked to be relinquished. Those in the 
last-mentioned class are satisfied with the informal pro- 
cedure of relinquishment by letter from Mr. Payne, with- 
out any showing by him that in relinquishing he was act- 
ing, by designation, for the President. 

Those which have been arguing for the benefits supposed 
to be conferred by the control act have not clearly indi- 
cated the position they will take on relinquishment by let- 
ter, but the understanding is that they will not recognize 
the relinquishment, but will malk:e claim for the benefits 
the law is supposed to confer upon them. 


A thought among some not directly interested in the 
fate of any particular railroad has been that the Railroad 
Administration will take over enough of the short lines 
to break up their organization, thus leaving the ones not 
taken over to make a fight, if they can raise the money to 
do so. Dissolution of the Short Line Association could 
be accomplished, as soon as the list of those taken over 
has been completed, by notifying those so taken over that 
they may no longer contribute to the support of the asso- 
ciation. That would put the whole cost on those not taken 
over. 


The roads relinquished, it is believed, will have a hard 
time because the communities served by them are small 
and poor. The banks in the big cities will not, it is be- 
lieved, care to undertake their financing first, because ali 
the big banks are subject to close supervision by Mr. Mc- 
Adoo in his capacity as head of the Treasury Department 
and controller of the War Finance Corporation, the body 
that passes on the issuance of evidences of debt and capi- 
talization; and, second, because the local banks will not 
be able to do the financing because such operations, as a 
rule, will be larger than the local institutions have been 
accustomed to handling. 

However, the short lines have shown they are stronger 
on Capitol Hill than any other faction in the control leg- 
islation. Unless their association is broken up before the 
joint resolution is due for adoption, they may succeed, it 
is believed, in inducing the lawmakers to write into the 
resolution a declaration of legislative intent in respect 
of the provisions of the control law relating to the relin- 
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quishment of lines not needed for the successful prosecu- 
tion of the war. 


SMITH REPORTS IMPROVEMENT 


The Trafic World Washington Bureau. 
Director-General McAdoo June 18 gave out a _ report 
made to him by Regional Director Smith showing the im- 
provement in the transportation situation in the eastern 
region from January 1 to the end of May. Mr. McAdoo 
congratulated Mr. Smith on the showing. The correspond- 
ence between the two, beginning with McAdoo’s telegram 
of congratulation, is as follows: 


I have read with keen interest and satisfaction your 
report of May 29, 1918, showing what has been done by 
the railroads in the eastern territory since January 1, 
1918, when the government took control. It is a record of 
railroad achievement of the highest order in the face of 
difficulties of unprecedented character. I congratulate you 
and the officers and men under you for the loyal and ef- 
fective service they have rendered to their country in 
bringing the railroads in the eastern territory up to such 
a high standard of operation in so short a time. We rail- 
road men have been given a big part of the responsibility 
for licking something spelled with four letters out of the 
Kaiser and his military gang. It is a rare privilege and 
what you have already done shows that we are going to do 
our share of the job to Uncle Sam’s taste. Keep up the 
good work. (Signed) W. G. McAdoo, 

Director-General of Railroads. 


Report of Director Smith 


At this time, when the territory of the Eastern District 
is being subdivided, it will doubtless be interesting to you 
to have a brief statement from me as to the present trans- 
portation situation in this district. 

To arrive at a basis for comparison, I have taken the 
figures shown in the records established early in January 
as against the close of May, not without full appreciation 
of the elements that make such a comparison favorable, 
but as the period of time covered is brief there is naturally 
no other comparison that can be used. 

It is, of course, unnecessary to refer to the unprece- 
dented severe winter through which we have passed, and 
now it is my only purpose to show that the chaotic condi- 
tions into which the railroads in this territory got during 
the severe winter months have been straightened out with 
promptness and the recovery is at this time such as to 
enable me to report to you an almost normal situation in 
the movement of traffic, and also the fact that the rail- 
roads in this territory are now in such order as to make 
possible the movement of considerable additional tonnage 
if offered. 

Perhaps the greatest congestion existed in the territory 
of Pennsylvania, Maryland and West Virginia, served more 
particularly by the Pennsylvania Railroad, Baltimore & 
Ohio, and Philadelphia & Reading. On February 6 the 
Pennsylvania Railroad reported 27,588 cars above normal 
for movement; to-day the number so reported is 3,532, and 
these are held because consignees are unable to accept. 

The Baltimore & Ohio at its worst on February 6 had 
21,415 cars above normal; to-day there are 1,348. In the 
entire territory of the Eastern District there were on Feb- 
ruary 6 161,000 cars above normal; today the total is 
16,891 and these are widely distributed. 

There is attached a blueprint chart which reflects the 
situation as shown by figures reported by the various rail- 
roads from day to day. 

An acute car shortage prevailed all during the winter. 
At the present there is no shortage of closed cars and 
practically a full supply of open cars. 

With the better weather the physical condition of motive 
power has been improved and passenger trains are operat- 
ing more punctually. 

The factors which impaired railroad operation so seri- 
ously during the winter months were— 

First, the unusually severe weather; low temperature, 
and storms one following another so closely as to make it 
impossible to recover in the interim. 

Second, the shortage of motive power due to failure to 
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receive locomotives ordered in 1916 and 1917 for use during 
the past winter. The neeessity for these locomotives was 
anticipated and the orders placed with builders, but the 
priority which it was necessary to exercise in building 
locomotives for service abroad made it impossible to de- 
liver. 

Third, the acute labor shortage. 

Since January 1, when you took charge of the railroad 
operation, there have been many measures adopted for effi- 
cient operation, among which, may be mentioned— 

1. The elimination of approximately 2,200,000 miles per 
month of unessential passenger train mileage. 

2. The assignment of 122 locomotives constructed for 
the United States Military Railways in France, also 125 
locomotives constructed for the Russian Government, as 
well as 118 locomotives under order for the southern and 
western roads to the eastern railroads. 

3. The transfer of power from one road to another to 
relieve congestion or shortage of power. All roads are 
required to report surplus equipment and it is distributed 
wherever the need for it appears. On May 21, 215 loco- 
motives belonging to eastern railroads were rented on this 
basis to other roads in the eastern territory. 

4. Diversion of traffic to less congested routes and the 
expedited movement of empty box, refrigerator and stock 
ears westbound and empty coal cars to mines via most 
available routes, regardless of loaded haul. 

5. Handling company fuel and material by most direct 
routes, saving unnecessary haulage, which under private 
control was sometimes done to give the greatest proportion 
of a through rate to the receiving line. 

6. The common use of terminal facilities at large com- 
mercial centers. 

7. The interchange of labor to eliminate accumulations 
of 1. c. 1. freight. 

8. Restriction on available equipment for certain classes 
of loading, which has been possible under unified control, 
permitting the urgently required traffic to be loaded and 
moved to the exclusion of less necessary commodities. 

9. The classification of freight by the originating rail- 
roads to permit trains to be run through to western ter- 
mini without re-switching. 

10. The co-ordination of harbor facilities at New York, 
in order that the greatest possible service could be ob- 
tained from the floating equipment and facilities; includ- 
ing the breaking of ice in the bays, rivers and slips dur- 
ing the periods of low temperature, to permit of operation 
of marine equipment. 

11. Institution of “sailing days” in the handling of 1. c. 
l. freight. In a very large number of instances regular 
cars previously loaded daily are now forwarded but three 
times a week, which is resulting in a decrease of 50 per 
cent in the number of cars used and a consequent increase 
of 100 per cent in the tonnage per car handled. 

12. The routing of freight to tidewater via the deliver- 
ing line at destination has resulted in a very great relief 
to the seaboard terminal facilities; all freight for Staten 
Island now being routed so far as possible Baltimore & 
Ohio; freight for the Bronx, New York Central; freight for 
Bayonne and Constable Hook via the Lehigh Valley, etc. 
Furthermore, arrangements were made for the loading of 
freight to steamers direct from the piers, the freight being 
routed via the line reaching the pier, which resulted in 
great economy in the use of terminal and marine facilities. 
There has also been a considerable volume of freight di- 
verted to other ports to relieve the New York export situa- 
tion. 

13. The saving in power account diversion of traffic to 
roads with most favorable grades, resulting in saving of 
engine efficiency. 

14. The facilities of the eastern railroads’ locomotive 
and car repair shops are being constantly scrutinized in 
an endeavor to find space for repairing locomotives of 
other eastern railroads not so well situated, and to date 98 
eastern railroad locomotives have been repaired and 28 
additional are undergoing repairs at shops other than 
those of the owning lines. In addition, arrangements have 
been made with the western railroads for the repair of 66 
eastern lines’ locomotives, 22 of which are at present in 
western shops undergoing repairs. 

15. The running of locomotives through over more than 
one road in connection with troop and freight movement 
to save power and the delay to traffic. 
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16. The movement of anthracite coal and empty equip- 
ment through the Pennsylvania tubes. 

17. The placing of coal on team tracks, New York City, 
for unloading to relieve the coal shortage. 

18. The diversion of bituminous coal to piers of New 
York Harbor where it could be dumped most expeditiously 
to relieve the need of bunker coal for ships waiting in 
New York Harbor. 

On February 1 blast furnace production was 57 per cent 
of capacity, and by-product coke, 67 per cent. At that 
time 113 out of 290 blast furnaces were out of blast. At 
the present time the blast furnace situation is practically 
normal, there being no furnaces out of blast because of lack 
of transportation, those which are not in operation being 
out for repairs. The American Iron & Steel Institute re- 
ports furnaces now in operation which have been out of 
blast during the past three or four years, so that it may 
be said that steel and iron production is at this time not 
impaired because of lack of transportation service. 

The movement of coal via the Great Lakes is progress- 
ing satisfactorily, there being an increase of 26 per cent in 
cars dumped in vessels so far this season. The ore move- 
ment from the lakes is also ahead of last year to the ex- 
tent of 4 per cent in cars shipped. 

During the winter months steel tonnage piled at the 
plants awaiting shipment continued to increase, and 
reached the peak about March 1, at which time there were 
approximately 500,000 tons awaiting movement due to 
embargoes and lack of cars. This tonnage has been moved 
with the exception of about 40,000 tons which is held ac- 
count of embargo. 

With the improvement of the weather and the coal car 
supply there has come an increase in the bituminous coal 
loaded; the average figures for January showing 15,639 
cars loaded per day, and for the first twenty-five days of 
May, an average of 19,726 cars. In January an average of 
5,713 cars of anthracite coal were loaded per working day, 
which has increased to 6,583 cars in May. 

The average anthracite coal dumped at tidewater ports 
in January per calendar day was 820 cars; in May, 1,109. 
Bituminous coal dumped in January, all ports, was 1,403 
cars per day, and in May, 2,236. The average daily move- 
ment of anthracite coal into New England in February 
was 463 cars per working day; in May, 617; while the 
bituminous movement into New England in February was 
331 cars per day; and in May, 492. 

Close co-operation has been established with the Fuel 
and Food Administrations, War and Navy Departments, 
Shipping Board and other governmental departments and 
agencies, resulting in the prompt and preferred movement 
of government and Allied consignments to facilitate prose- 
cution of the war. 

On January 1 there were on hand at North Atlantic ports 
approximately 41,000 cars of export freight in cars, on 
piers, and on the ground. This has been reduced to ap- 
proximately 28,000 cars. This improvement has been 
brought about by the permit system of control based upon 
steamship requirements, or what is known as the con- 
signee basis of regulation of shipments. It has resulted in 
eliminating all complaint of delay to ships awaiting cargo. 

The discontinuance of fast freight service made it neces- 
sary to establish continuous movement service for handling 
export traffic from the central West and West to the East. 
The export delivered steamships shows a progressive in- 
crease. In March it averaged 940 cars per calendar day; 
while in May the average is 1,172 cars per day. 


The overseas tonnage of United States government 
freight is increasing by leaps and bounds, due to the heavy 
troop movement, and, with the mutually co-operative meas- 
ures being taken with the War Department for its regu- 
lation, is moving without interruption and on an entirely 
satisfactory basis. 

I will not burden you with further detail, but will close 
by assuring you that the outlook is favorable for trans- 
portation service. There should, and undoubtedly will be, 
greater effic!»..cy by reason of the preparations which are 
being made for ucditioonal physical facilities, power and 
equipment. The p:ozram must be vigorously prosecuted, 
however, that we may keep abreast of the requirements. 

In closing may J not express to you my appreciation of 
the co-operation ard untiring efforts which have been put 
forth by the cfficsiel staff of the various railroads in this 
district to restore the lines to a normal state of efficiency 
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under government operation. The results accomplished 
reflect the spirit of self-sacrifice and loyalty in the com- 
mon cause in the attempt to bring the war to a successful 
conciusion. 


GENERAL ORDERS 30 AND 31 


The Trafic World Washington Bureau. 

A saving of several millions will probably result from 
the operation of General Orders Nos. 30 and 31, effective 
July 1, promulgated by Director-General McAdoo June 17, 
under date of June 12. No. 30 covers the settlement of 
jnter-road bills and accounts. The other abolishes per 
diem on equipment and simplifies the accounting for joint 
facilities. This simplification of accounts goes directly to- 
ward the end sought under government operation—the 
elimination of useless expenses. They were not useless 
while the roads were in competition. Now, however, they 
would be a waste of money if continued. 

Broadly speaking, they are the expenses incurred by one 
road to protect itself against all others. It was necessary, 
while the roads were in competition, for each railroad to 
take steps to protect itself from its neighbors. Per diem 
for the use of cars was invented to facilitate the transfer 
of cars from the rails of one carrier to another, thereby 
obviating the necessity for unloading the car of A to the 
car of B. An agreed charge for the use of the cars of other 
carriers was the result of many fights and much ex- 
perience. There have always been two schools of thought 
on the relative value of a road owning much or little equip- 
ment. 

In times of small business the road owning many cars 
found itself loaded down with its own equipment and the 
equipment of as many of its connections as they could 
crowd on its own rails, the owners thereof returning its 
own equipment as if each was a separate and distinct pest, 
and trying at the same time to compel it to take cars for 
which it really had no use, so as to compel the receiver 
to pay per diem, now fixed at 60 cents. Until the war the 
per diem was 45 cents. Then, under pressure from the 
Commission, it was put up to 75 cents. When the pres- 
sure was relaxed it went to 60 cents as a compromise. 

Whatever the sum was, it involved bookkeeping. Now 
that practically every owner of cars is under federal con- 
trol, most of the bookkeeping can and will be abolished, as 
of July 1, 1918. Junction cards, interchange reports, loca- 
tion records and all other paper work necessary to deter- 
mine the location of cars, must be kept, rendered and com- 
piled as heretofore. 

Settlements by vouchers and the drawing of drafts in 
settlement of individual inter-road bills, statements and ac- 
counts, rendered by one carrier under federal control 
against another carrier under such control, except under 
certain conditions, is to be discontinued. 

Accounts and settlements, both per diem and other busi- 
ness transactions between federal controlled and non- 
controlled roads, are to be continued as heretofore. The 
regulations of neither No. 30 nor No. 31 can attach to 
transactions between federal controlled and non-controlled 
roads nor to the settlement-of accounts between controlled 
carriers for transactions that do not belong on the federal 
account books of either carrier interested. There are some 
transactions of that kind that would not come under the 
jurisdiction of the corporations. 

GENERAL ORDER NO. 31. 

General Order No. 31 is as follows: 


Effective July 1, 1918, the following rules and regula- 
tions shall govern the accounting for the use of equip- 
ment or facilities of one carrier under federal control 
by or for the account of another carrier under such con- 
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trol, provided, nothing herein contained shall be construed 
to warrant the discontinuance of the keeping, rendition 
and settlement of such accounts by a carrier under fed- 
eral control in favor of or against a carrier not under 
federal control, in the same manner as heretofore. 

I. Hire of Freight and Passenger Train Equipment. 

1. The practice of recording, computing and paying per 
diem, mileage, or rental for the use of freight and pas- 
senger train cars of one carrier under federal control by 
or for account of another carrier under federal control, 
and the adjustment of differences, reclaims, etc., between 
such carriers which clearly relate to transactions incurred 
on or after Jan. 1, 1918, shall be discontinued. 

2. Junction cards, interchange reports, location records, 
and all other records and reports necessary to determine 
the location of equipment shall be kept, rendered and 
compiled as heretofore. 

II. Joint Facilities—Bills for Use of. 

3. Effective with costs incurred on and afier July 1, 
1918, bills rendered by one carrier under federal control 
against another carrier under such control for maintaining 
and operating (including taxes and rental) tracks, yards, 
terminals and other facilities, including costs to operate 
equipment used therein, shall be computed, rendered, 
charged and paid on the following bases: 

(a) In cases where the tenancy is not changed under 
government operations: The total cost of maintenance, 
operation, taxes and rental, as provided for under existing 
agreements, and the amounts thereof borne by each user, 
for a period not less than six months ended Dec. 31, 
1917, shall be determined by the owning or operating 
carrier. From such costs, the percentage of the total 
borne by each user to the total costs shall be determined. 
The percentages thus determined shall be applied monthly 
to the total costs incurred on and after July 1, 1918, and 
bills shall be rendered and paid on the results thu: ob- 
tained. 

(b) In cases where tenants or users are admitted to 
facilities not heretofore jointly used: Federal managers 
of the facilities to be jointly used shall determine, as 
between themselves, a fair and equitable arbitrary basis 
for the apportionment of the total costs of maintenance, 
operation, taxes and rental which should be paid by each 
tenant. Such basis shall thereafter during the period of 
federal control be used by the owning carrier as a basis 
for preparation and rendition of bills against the tenants 
or users, and such tenants or users shall pay such bills 
as rendered. 

(c) In cases where the number of tenants or users of 
facilities now used by tenants under agreements with 
owners is increased or decreased: The literal compliance 
with the terms of such agreements shall be temporarily 
suspended, for the period of federal control, and a fair 
and equitable: basis of use shall be determined as pre- 
scribed in paragraph (b) preceding, except that due re- 
gard shall be given to the terms of existing agreements 
in fixing such arbitrary basis. 


(d) In cases where a lump sum charge has been made 
by an owning or operating carrier which is under federal 
control for the use of a facility used by another carrier 
which is under such control, such bills for the lump sum 
charge shall be rendered and paid during federal control 
as heretofore; provided, however, if there be a change 
in such tenancy by the admittance of other tenants or 
otherwise, and the contractual basis upon which the lump 
sum charge is made be disturbed thereby, an arbitrary 
basis of charge by the owner against the tenant or tenants 
shall be determined as prescribed in paragraph (b) hereof. 


4, Details heretofore required in support of joint facili- 
ties, bills, statements and accounts shall be discontinued, 
except that such bills shall show the totals chargeable 
and creditable, to the primary operating revenue, expense, 
tax and rental accounts prescribed by the Interstate 
Commerce Commission, or which may hereafter be pre- 
scribed. 

5. If materials and supplies, the value of which is car- 
ried in the accounts of one carrier under federal control, 
be used by another carrier under such control for main- 
taining or operating equipment or facilities jointly used, 
the value at which such materials and supplies are car- 
ried in the accounts of the carrier furnishing them shall 
be billed against and paid for by the carrier using them 
as heretofore, except that percentages for overheads and 
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other carrying expenses shall not be added to the cost 
thereof. 
General Order No. 30 


General Order No. 30 is as follows: 


Effective July 1, 1918, the following regulations shall 
govern the settlement of all inter-road bills, statements 
and accounts rendered by one carrier under federal con- 
trol against or for account of another carrier under such 
control: 

(1) Settlements by vouchers and the drawing of drafts 
in settlement of individual inter-road bills, statements and 
accounts rendered by one carrier under federal control 
against another carrier under such control, except as pro- 
vided for in paragraph (2) hereof, shall be discontinued. 

(2) The regulations herein prescribed shall not include: 

(a) Settlement of accounts between a carrier under 
federal control and a carrier not under such control. 

(b) Settlement of accounts between carriers under fed- 
eral control for transactions which do not properly belong 
on the federal books of either carrier interested. 

(3) Each bill, statement, or account made and rendered 
by one carrier under federal control against or in favor 
of another carrier under such control, and forwarded on 
and after July 1, 1918, shall be plainly stamped on the 
face thereof, as follows: “Included in settlement, month 
eee , 191...” Such stamp shall indicate the 
month in which the amount represented by the account 
will be included for settlement by the carrier rendering 
the account, and it shall be included in the same month’s 
settlement account by the receiving carrier. No such bill, 
statement or account made and rendered in one month 
shall be back-dated for a prior month. 

(4) On the first of each month each carrier shall pre- 
pare and render each other carrier with which it has 
inter-road transactions, as a basis for a settlement for 
the month just ended, a statement of debits and credits, 
in abstract, showing the nature and total of each bill, 
statement or account forwarded by it to each other carrier 
during the preceding month. 

(5) There shall be opened as of July 1, 1918, on the 
federal books of each carrier, a clearance or settlement 
account with each other carrier under federal control with 
which it has inter-road transactions. 

(6) As inter-road bills, statements or accounts are made 
and rendered they shall be charged or credited as the 
case may be, through the clearance or settlement account 
prescribed in the preceding paragraph. 

(7) As inter-road bills, statements or accounts are re- 
ceived they shall be: 

(a) Examined as to correctness, as prescribed in Gen- 
eral Order No. 20; 

(b) Charged or credited to the appropriate operating 
or other account; 

(c) Credited or charged (as the case may be) by the 
receiving carrier to the carrier originating the account 
through the appropriate clearance or settlement account 
prescribed in paragraph (5) hereof. 

(8) The total of each statement for a given month 
shall be accepted as rendered, and on or before the fif- 
teenth day of each month subsequent to that for which 
such statement was rendered the creditor carrier shall 
draw upon the debtor carrier for the balance between 
the two statements exchanged by them. 

(9) In the event the statement referred to in paragraph 
(4) indicates that the originating carrier has charged or 
credited the other carrier with a bill, statement or ac- 
count which has not been received, the carrier to which 
the statement is rendered shall accept the account and 
credit or debit the originating carrier therewith to the 
debit or credit of a suspense account. Such receiving 
carrier shall immediately take the matter up with the 
originating carrier for the purpose of locating the missing 
bill, statement or account. If it be found that such 
amount was included in the statement in error, adjust- 
ment shall be made therefor in a subsequent statement. 
If manifest errors be found in such statements by a re- 
ceiving carrier, the attention of the originating carrier 
shall be called thereto and such error or errors shall be 
adjusted in the statement for the subsequent month. 


BENTLEY RETURNS TOC. &N. W. 
H. T. Bentley, who has been the mechanical assistant to 
Carl Gray and has worked for the standardization of loco- 
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motives, has returned to his work as superintendent of 
motive power of the Northwestern. His unperformed duties 
will be taken over by Frank McMannamy, manager of the 
locomotives section, in addition to his other work. Bent. 
ley’s health has not been good. 





EXPORTS CONTROL COMMITTEE 


The Trafic World Washington Bureau, 
An exports control committee has been appointed by 
Director-General McAdoo and Secretaries Daniels and 
Baker consisting of General Goethals; Rear Admiral Peo. 
ples; George D. Ogden, representing the Railroad Adminis. 
tration; P. A. S. Franklin, representing the shipping con. 
trol committee; and D. W. Cooke, representing the traffic 
executive committee controlling allied traffic. The com- 
mittee is to have authority to select the ports through 
which overseas traffic shall move—in other words, to al- 
locate ships and tonnage. 


WAR TRADE BOARD WARNS 


The Trafic World Washington Bureau, 
The War Trade Board authorizes the following: 


The attention of the Bureau of Exports has been di- 
rected to the fact that palpable attempts have been made 
to evade the rules and regulations of the War Trade Board, 
and thus defeat the plan of the government with respect 
to the control of exports. Such procedure is a violation 
of law. 

Deliberate attempts to evade the rules and regulations 
of the War Trade Board by altering licenses, changing the 
commodities licensed, shipping in excess of the quantity 


and value licensed, naming a consignee who is not in — 


fact the ultimate consignee, splitting shipments of the same 
commodity to the same consignee to obtain the advantage 
of the $100 shipment rule and in this manner avoiding the 
necessity of applying for (individual) export licenses, and 
all other forms of evasions will not only entail prosecution 
under the provisions of the statute, but will also result 
in the revocation of all licenses already issued and in the 
refusal of all future applications. 


Shippers will facilitate the consideration of their appli- 
eations if in all cases extreme care is taken to provide an 
accurate spelling and the complete names of the consignee 
and purchaser abroad. Omissions and inaccuracies con- 
tribute to delay in the consideration of applications for 
export licenses, and shippers are urged to instruct those 
in their employ detailed to prepare applications to be cer- 
tain that the consignee’s name and address are accurate 
and complete. 


More than 1,000 applications a day are returned to ex- 
porters because they are unsigned or incorrectly made out. 
If possible, use a typewriter in filling out applications. 
Illegible applications bring you back incorrect licenses. 
Be sure to sign your applications in ink. 


Fill out all spaces on the application forms completely. 
If you do not know the answer to a certain question, say 
so. We will then know that you did not purposely ignore 
it. 

Give your own complete address on each application. 
If possible, assign one competent individual to handle all 
your applications for export licenses. The War Trade 
Board will be glad to put his name on its mailing list, so 
that all press notices and announcements may be sent him 
personally. Notify the Division of Information, War Trade 
Board, Washington, D. C., if you wish to add a name to 
its mailing list. 

File your applications with the nearest branch office of 
the War Trade Board, unless the indorsement is required 
of a representative of the country of destination who is 
stationed in Washington. 

Service to the public—exporters, importers and all others 
who have business with the War Trade Board—is regarded 
as of first importance by the organization. 

The Division of Information is the medium through which 
the board makes public its rulings and modes of proced- 
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ye. Are you on our mailing list? Questions of general 
or specific nature will be answered promptly. 

The Division of Reception and Inquiry, at the left of 
the main entrance of the building, on C street, will take 
pleasure in assisting visiting business men to obtain the 
information they desire. It will also answer all long- 
distance telephone inquiries. 


COAL RATES TO PORTS 
The Trafic World Washington Bureau. 

An administrative ruling, issued by the Commission 
June 17, it is believed, will excite a good deal of interest 
among coal operators. In it the Commission expresses 
the opinion that, on account of the probability of ships 
peing sent to ports where they have not customarily been 
ging, carriers may make rates on coal, intended for 
iransshipment, lower than rates on coal for use at the 
ports. 

The Commission, however, can see no reason why there 
should be any difference in rates on coal whether 
intended for cargo or for bunker purposes. The ruling 
amounts to an opinion, in advance of the fact that the 
carriers May make export rates on coal, which, however, 
shall apply equally on coal whether for bunker or cargo 
purposes. The ruling is as follows: 

Apparently war conditions will in the near future, be- 
cause of heavy overseas movement, necessitate the utiliza- 
tion of all our ports and the allocation of vessels in ac- 
cordance with the capacity of the various ports. It is 
desirable under these conditions that if a vessel is re- 
quired to use a port other than the one which she would 
naturally choose that she shall not be penalized in the 
cost of bunker coal. 

Competition of ports and of carriers has in the past 
led to varied practices with regard to transportation 
charges on coal for bunker use. These practices differ 
as between the ports through which there is a substantial 
transshipment of cargo coal and ports where there is 
relatively little, if any, such movement. 

In view of the existing emergency conditions and the 
apparent necessities of the future during the continuance 
of the war, the Commission is of opinion that carriers 
may properly make rates to the ports on coal delivered to 
vessels and that such rates may be stated as including 
coal for bunker use. It does not see any justification for 
lower rates on bunker coal than on cargo coal originating 
at the same point and delivered to the same vessel. 

There is shipped annually to New York harbor coal 
piers approximately 25,000,000 tons of bituminous coal. 
The most of this coal originates in Pennsylvania, some in 
West Virginia, and a small amount in the Cumberland 
district, in Maryland. 

The coal coming to New York harbor for delivery over 
the piers is distributed to the numerous industries within 
twenty-five miles of the Battery. Some of it goes to 
Long Island Sound points, principally to Connecticut man- 
ufacturers, and approximately 5,000,000 tons is used for 
bunkering purposes. 

Director-General McAdoo’s order No. 28 imposes an ad- 
vance in all of the freight rates applying on this tonnage 
of 50 cents per gross ton. This apparently is brought 
about by taking the highest freight rate and imposing the 
scale of advances plus a ten-cent charge to make the 
figures come out even half dollar. 





ALLEGHENY REGION APPOINTMENTS. 

C. W. Markham, regional director, has announced the 
following appointments in the Allegheny region: Charles 
H. Ewing, federal manager, Philadelphia & Reading Rail- 
Way and Central Railroad of New Jersey, office Philadel- 
Phia: Ralph Peters, federal manager, Long Island Rail- 
road, New York; Kenyon B. Conger, general manager, 
Hudson & Manhattan Railroad, New York. 
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McADOO TO THE SENATE 


The Trafic World Washington Bureau. 

Answering the Cummins resolution asking for informa- 

tion about contracts. between the government and the 

railroads, Director-General McAdoo, under date of June 
12, sent to the Senate the following: 


Answering the resolution of the Senate under date of 
May 23 that the Director-General furnish to the Senate 
for the use of the committee on interstate commerce the 
copy of the agreement between the United States and 
each carrier for just compensation, the names of the car- 
riers, if any, which have refused or failed to enter into 
any such agreement, and the names of the carriers whose 
systems, roads, or facilities are now in the possession of 
the United States; or are used, controlled, or operated 
by the United States under the laws thereof, I beg to 
state: 


No contract has yet been executed with any carrier, and 
none has refused to execute a contract. 


Upon the approval of the federal control act, the ques- 
tion of agreeing upon a standard form of contract be- 
tween the government and the carriers was taken up, the 
government being represented by Messrs. Clark, Meyer, 
Hall and Anderson, members of the Interstate Commerce 
Commission; Judge Prouty, director of public service and 
accounting of the Railroad Administration; Nathan Mat- 
thews of Boston, employed as special assistant to the 
general counsel; and John Barton Payne, general counsel; 
and the carriers being represented by their counsel. No 
conclusion of these discussions has yet been reached. 

As the contracts are executed copies of the same will 
be sent to the Senate; and if any carriers refuse to exe- 
cute contracts the names of such carriers will be given. 

As to the names of carriers whose systems, roads or 
facilities are now in the possession of the United States, 
the federal control act itself declares to be within federal 
control practically all railroads in the country excepting 
those specifically excepted in the act and those’ which 
may be relinquished by the President prior to July 1, 1918. 
The question as to the extent to which such relinquish- 
ments shall be made is now receiving careful considera- 
tion. The result is that until July 1, 1918, it will not be 
practicable to give a list having any permanent signifi- 
cance. As soon as practicable after July 1 a list of the 
railroads in the possession or control of the United States 
will be submitted. 


P. S. & A. CIRCULARS 


The Traffic World Washington Bureau. 
Two circulars for the guidance of railroad accounting 
officers, Nos. 5 and 6, were issued by Director Prouty of 
the Division of Public Service and Accounting, June 18, as 
follows: 
P. S. & A. Circular No. 5. 


The Director-General’s general order No. 2, dated Dec. 
30, 1917, contains in part the following: 

“Until otherwise directed, no changes in the present 
methods of accounting as prescribed by the Interstate 
Commerce Commission will be required. The accounts 
of your respective companies shall be closed as of Dec. 
31, 1917, and opened as of Jan. 1, 1918, in the same man- 
ner as they have heretofore been handled at the close of 
one fiscal period and the beginning of another, and in 
the same manner that you should have handled your ac- 
counts had the government not taken possession and 
control.” 

General order No. 17, dated April 3, 1918, prescribes 


‘the method of accounting which shall be followed with 


respect to corporate assets and liabilities taken over, 
collected or paid by or under the direction of the Director- 
General. 

The last sentence of paragraph (9) of that general order 
rules that: 

“Operating revenues which have been accrued currently 
in accordance with the established practice of the carrier, 
shall be considered as current revenues and not as ‘lap- 
over’ items.” 

The intent of the foregoing quoted provisions of gen- 
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eral orders Nos. 2 and 17 was to continue and to main- 
tain, during the period of federal control, the methods 
of accruing revenues and expenses which were in effect 
immediately prior to Jan. 1, 1918. 


Carriers were not required to separate their December, 
1917, and prior revenues on basis of service performed 
up to midnight of Dec. 31, 1917, it being assumed that 
overlapping revenues at the beginning of federal control 
would be offset or equalized under the same methods of 
accounting by those which will overlap at the end of such 
control, but to insure such equalization, it will be neces- 
sary to either continue during the period of federal control 
the same methods of revenuing which were in effect in 
December, 1917, or, if changed in the interim, to adjust 
revenues during the last month of federal control to meth- 
ods which prevailed at the beginning thereof. 

The methods of revenuing vary on different railroads. 
It may be necessary, for efficiency and economical rea- 
sons, to unify or otherwise change such methods during 
the period of federal control. To the end that this may 
be done, without preventing equalizations at the end of 
federal control, carriers which may be under federal con- 
trol as of July 1, 1918, or which may thereafter be placed 
under such control, shall observe the following instruc- 
tions: 

(1) Each carrier which has not previously filed such 
an outline shall, as early as practicable, file with the Di- 
vision of Public Service and Accounting an outline of its 
method or methods of accruing and reporting the various 
classes of revenues prescribed by the Interstate Com- 
merce Commission, which were in effect as of Dec. 31, 
1917. 

(2) Accounting methods for accruing revenues, which 
now prevail, shall not be changed unless authorized by 
the undersigned. If, for economical or efficient reasons, 
a carrier should desire to change its existing methods, 
application shall be made to the undersigned for permis- 
sion to make the change; such application shall be accom- 
panied by: 

(a) An outline of existing methods; 

(b) An outline of methods proposed; 

(c) Reasons for the change. 

(3) In the event changes have been made in accounting 
for revenues since Dec. 31, 1917, there shall be promptly 
filed with this division an outline of the methods which 
prevailed before and after such change, with reasons for 
making the change. 

P. S. & A. Circular No. 6. 


To carriers under federal control: 

Changes in passenger fares, as announced in general 
order No. 28, will, I am advised, make it necessary for 
carriers to rework a major portion of their interline ticket 
divisions. — 

An order looking to the division of passenger revenues 
on bases of passengers carried one mile is in course of 
promulgation, and it is intended to make the provisions 
of such order applicable to revenue accruing on and after 
June 1. Under such provisions the reworking of divisions 
applicable to the new passenger fares will be unnecessary 
and it is suggested that carriers take no steps, unless 
otherwise advised, toward preparing new divisions on ac- 
count of the change in rates as prescribed in the general 
order, except that carriers may take steps to conform to 
the mileage basis herein suggested. 


EXPRESS COMPANY CONTRACT 


The Trafic World Washington Bureau. 

Attorney-General Gregory has had his way respecting 
the contract of consolidation of the principal express com- 
panies, other than those controlled by the transcontinental 
railroads. He has forced into it an “unscrambling” article, 
the ninth in the list of nine declarations of purposes. It 
is his idea that the declaration of intention by the con- 
tracting express companies and their agreement to convey 
back to each company the property, or its equivalent, put 
into the consolidated company will assure that respect for 
the anti-trust law traditions that many believe were shat- 
tered when the Supreme Court announced the rule of rea- 
son and then applied it in many cases, the United Shoe 


and 
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Machinery being the latest. The article, as written by the 
attorney-general and Laurence Todd, his assistant, ig as 
follows: 


Ninth. It is the intention that the provision herein made fo, 
carrying on the express transportation business throuch the 
agency of a single corporation shall continue in effect only 
during the period of federal control, and nothing herein cop. 
tained shall be construed as sanctioning any combination or 
merger of the properties or business of the express companies 
to last beyond that period. 


Wherefore, it is agreed that the express companies shall 
maintain their independent corporate existence and that upon 
the termination of federal control the property herein «greeq 
to be conveyed by each of them to the new corporation (or the 
equivalent of such property) shall be reconveyed to it hy the 
new corporation (back to them) of a valuation to be agreed 
upon or in the event of disagreement to be fixed by the Inter. 
state Commerce Commission. 


The contract, as agreed on, will be signed as soon as the 
boards of directors have considered it. Inasmuch as its 
terms were fought out on their behalf by C. W. Stockton 
and T. B. Harrison, Luther M. Walter for the Railroad 
Administration and by Attorney-General Gregory: and Mr, 
Todd, there is no real reason for suspecting the directors 
will make any trouble for those who have been carrying 
on. the merger work. 

Attorney-General Gregory, who had been holding up the 
express contract for nearly two weeks, had taken the posi- 
tion that it must be modified so that the companies 
merged must “unscramble” after the war, because the 
Sherman law may be revived then. At first he suggested 
modifications in various parts of the contract other than 
on that main question. This stand by him is attributed 
to Postmaster-General Burleson, who, in a cabinet meet- 
ing, raised the question. Burleson’s idea is that there 
should be no express companies, their business being done 
by parcel post, which maintains no pick-up service. Greg: 
ory, Prouty, Todd, the “trust-buster,” and John Barton 
Payne had a conference on the subject. Later Prouty 
and the express lawyers talked over the increase in rates 
that would be necessary if Gregory won his point that there 
may be only a war time consolidation. 


EXPRESS RATE INCREASE 


The Traffic World Washington Bureau, 

The Commission’s machinery slipped June 20 and it 
unintentionally announced that it had denied the appli- 
cation of the express companies for ten per cent and 
fifteen per cent increases in rates. It was a formal denial 
without explanation as to the requested reopening of No. 
9972. That application, when first filed, was for a ten 
per cent increase. It was amended to fifteen per cent. 
The denial, in form, was of both requests. The unofficial 
explanation is that the decision on the ten per ecnt ap 
plication was to have been announced first and then the 
one on the application for fifteen. The inference is that 
the companies will get ten per cent and then the with 
drawn announcement would be intelligible and in order. 


TRAFFIC CONTROL COMMITTEE 
The Trafic World Washington Bureau. 


C. R. Gray, director of the division of transportation, 
Railroad Administration, issues the following, circular 
No. 6. 


A committee of freight traffic control has been formed, 
composed of F. B. Mitchell, chairman; G. Krause, B. Arnold, 
and J. B. Ford, with office at Cincinnati, Ohio. 


This committee will secure all necessary reports cover 
ing freight traffic passing Ohio River gateways at Cil 
cinnati, Ohio; Louisville, Ky.; Cairo, Ill.; Evansville, Ind.; 
Paducah, Ky.; and Portsmouth, Va., and will be authorized 
to require reports covering traffic which is routed through 
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either of these gateways or which may be held for either 
of them on account of congestion. : 

They will give particular attention to the handling of 
freight for the government, recommending any measures 
which will facilitate its movement. 

The committee will decide upon all embargoes affect- 
jng traffic passing through these gateways, their extent 
and duration, placing same through the regional directors 
and keeping the car service section constantly and fully 


vised. 
Peer are expected to study the traffic passing these gate- 
ways, With the view of detecting and remedying any move- 
ments which are out of line or proper route, conferring 
freely with the divisions of traffic and transportation, in- 
cluding the car service section. 

Other duties of this committee will be announced later. 


PETITION IN SHREVEPORT CASE 


The Trafic World Washington Bureau. 

Alleging that the railroads, in filing tariffs supposed to 
be in obedience to the Commission’s order in No. 7628, 
Dallas Chamber of Commerce, Freight Bureau Department, 
etal. vs. A., T. & S. F. et al., have nullified the effect of 
the Commission’s order by changing descriptions, minima 
and mixing rules, the complainants have filed an applica- 
tin for a reopening of that case. They ask the privilege 
of showing that the tariffs filed in supposed compliance 
cause discrimination against northeast Texas and that, in- 
stead of that section of the state having received relief, 
ithas been placed under greater disadvantages than for- 
merly, and that Shreveport has received advantages. 

It is specifically charged in the application, signed by 
§, H. Cowan, G. S. Maxwell and Ed. P. Byars, that, “in 
constructing the tariff to take the place of the rates con- 
demned by the order, the defendants made various changes 
in the carload commodity descriptions, to circumvent the 
decision and avoid giving it effect, and instead of relieving 
discriminations condemned by the report and order of 
the Commission, and, either with or without the permis- 
sion of the Commission, in some instances to make such 
changes in mixtures and minimum weights did so make 
changes and descriptions as to, in fact, create discrimina- 
tions against northeast Texas points, including Dallas and 
Fort Worth, both as compared with Shreveport and with 
Texas conamon points.” 


APPLICATIONS FOR INCREASES 


The Trafic World Washington Bureau. 
Electric and other roads not under government con- 
trol are filing applications to increase freight and passen- 
ger fares, some to the basis of General Order No. 28 and 
others to a compromise between that and the state basis. 
Among such applicants June 15 were the Terre Haute, 
Indianapolis & Eastern, asking for 2.5 cents in Illinois 
and Indiana in lieu of 2 cents; Spokane & Inland Empire, 
passenger fares to the basis of No. 28; and Ohio Electric, 
to the basis of No. 28, both passenger and freight. 


TANK CAR RECORD OFFICE 


The Traffic World Washington Bureau, 

Circular No. 9, of the Division of Operation, concerning 

the establishment of a tank car record office in Chicago on 

July 1, to be in charge of W. L. Barnes, assistant man- 
ager of the Car Service Section, is as follows: 


1. There will be established at Chicago, effective July 
1, 1918, a tank car record office, to include both railroad 
and private ownership cars, under tHe jurisdiction of the 
ar Service Section, in charge of Mr. W. L. Barnes, assist- 
ait manager, for the purpose of increasing the daily car 
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performance to better meet the increasing demand for tank 
car equipment. 

2. Reports will be required of forwarding, interchange 
between railroads and arrival destination; also periodical 
reports of average miles per car per day and the average 
detention on switching lines. 

3. The assistant manager will issue detailed instruetions 
respecting reports to railroads direct, and will refer ques- 
tions of delay and movement, with such other information 
as is required, to the regional directors, who will take 
necessary action for correction. 


TO CANCEL COAL CONTRACTS 


The Trafic World Washington Bureau. 
At a conference between Carl R. Gray, head of the divi- 
sion of transportation, Railroad Administration, and Fuel 
Administrator Garfield June 19, the former agreed to can- 
cel contracts for coal railroads have with mines in Ken- 
tucky and Tennessee at less than government price and 
to pay government prices, in accordance with the Presi- 
dent’s order. The Railroad Administration thought per- 
haps the contracts would be allowed to continue, but Mr. 
Garfield insisted otherwise. 


FACILITIES TO COAL MINES 


C. H. Markham, regional director, has sent the following 
to railroads in the Allegheny region: 


As information, quote below agreement between the Rail- 
road and Fuel Administrations regarding applications for 
track and railroad facilities to coal properties: 

“First: Application shall be made in the first instance 
to the Fuel Administration, which will investigate as to 
the desirability of the proposed mine; whether the par- 
ticular class of coal which would be produced is needed, 
and whether the miners are available. If decision is ad- 
verse the applicant will be so informed, the Railroad Ad- 
ministration also advised to that effect, and no further 
action taken. 

“Second: If application is approved by the Fuel Ad- 
ministration, the papers shall be forwarded with such en- 
dorsement to Judge R. S. Lovett, director, Division of 
Capital Expenditures, U. S. Railroad Administration, with- 
out advice to applicant as to decision. Judge Lovett will 
request the road on which the mine is to be located to 
have a survey made and blueprint and estimate prepared, 
forwarding same to the regional director with recommenda- 
tion for or against the project, and the regional direetor 
will report to Judge Lovett. If when these papers reach 
Judge Lovett substantial reasons are shown as to why open- 
ing should not be approved, the matter will be handled 
with the Fuel Administration by Judge Lovett’s office to 
reach a common understanding, either favorable or un- 
favorable, the decision being that of both administrations.” 


LOCOMOTIVE FUEL SUPPLY 


C. H. Markham, regional director, has sent the following 
to railroads in the Allegheny region: 

Referring to matter of fuel supply for locomotives, the 
understanding of the Director-General and the Fuel Admin- 
istrator is that the Director-General and coal operators are 
free to make contracts for coal at any price, not in excess 
of the government price, which may be mutually agreed 
upon, but it understood that the Director-General shall not 
agree to furnish a preferential car supply in consideration 
of reduced price, the car supply to be equitably prorated. 
The Railroad Administration, however, can contract for as 
large an amount of coal for delivery each month from any 
operator as necessities may require, and may also contract 
for fuel covering a period not exceeding twelve months. 
Contracts for more than twelve months must be previously 
approved by the Director-General. Similar notices have 
been sent by the regional purchasing committees to roads 
in the northwestern and central western regions, applying 
also to lake coal. 
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CARS FOR RAILROAD FUEL 


C. H. Markham, regional director, has sent the following 
circular to railroads in the Allegheny region: 

I quote below letter from A. H. Smith, regional director, 
eastern territory, dated June 8: 

“I am inclosing herewith copy of instructions which are 
this date being sent to railroads in my territory, in regard 
to the necessity for using hopper cars in loading railroad 
fuel. 

“In view of the labor situation, I trust you will find it’ 
consistent to place similar instructions in your territory,! 


in the Allegheny region.” 

Instructions referred to by Mr. Smith are quoted below: 
“To the Presidents, Eastern Railroads: : hy 
“The pooling of coal cars on the eastern railroads has 
resulted in roads, which purchase their coal on foreign 
line, receiving a considerable percentage of their fuel in 
flat-bottom cars, whereas facilities are provided for hopper- 
bottom equipment. The result is that coal has to be shov- 
eled out by hand, which is not only expensive but difficult 

because of lack of labor. 


“In order that this condition may be corrected, roads 
purchasing coal will please furnish the road originating it 
with a statement showing their daily requirements sep- 
arated as between hopper and flat bottom cars, with a copy 
to this office. Upon receipt of such information roads 
originating the fuel will please comply with such request 
to the fullest possible extent. If necessary, in order to 
carry out this arrangement, they should give preference 
to the placing of hoppers for loading fuel coal. 

“Please acknowledge receipt. 

“Please give this matter attention.” 


fh 
' 





FREIGHT CARS COMPLETED 
The Traffic World Washington Bureau. 


Although brake beams, side bearings and journal boxes 
have not yet been selected by the Railroad Administra- 
tion, Director-General McAdoo announced June 19 that 
he had been notified by President Woodin of the Ameri- 
can Car and Foundry Company that the first of the thirty- 
three thousand freight cars for which that company held 
the contract had been completed and that work on the 
entire order is progressing. Thé letting of this contract 
was announced on April 26. The supposition is that the 
company, knowing or believing the orders for the special- 
ties mentioned will be distributed among certain standard 
manufacturers, has gone ahead and finished the first of 
the first run of cars, using specialties it is morally certain 
John Skelton Williams will order some time. 

























RAILWAY REVENUES 

The Trafic World Washington Bureau. 
Assuming that the last two-thirds of 1918 will bring 
him no more money than is indicated by the first third, 
that his economies will not have an appreciable effect on 
what he will have left wherewith to pay the railroads the 
just compensation authorized by the federal control act 
and that the just compensation agreed on will be the 
maximum allowed by law, it will be necessary for Direc- 
tor-General McAdoo, by means of the increased rates de- 
creed in General Order No. 28, to increase the money avail- 
able for paying the just compensation $815,000,000 over and 

above the sum the existing rates would bring to him. 
Nobody, however, regards the earnings or expenses of 
the first four months of a year as typical of the whole. 
Therefore the figures based on the above assumptions are 
little more valuable than speculations on what would hap- 
pen if an irresistible force encountered an immovable ob- 
ject. They are made possible, however, by the figures of 
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mearnings and expenses promulgated by the Commission 


















sequal to the average of the net operating income for the 


However, the country is not going to have the experi 
“ence of operating the railroads for such a sum as that, 
H unless Director-General McAdoo is able to constrain the 
' prosperous ones to take less than the maximum allowed 


as the railroads in this section purchase more or less oa 
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June 15. 

They show $145,454,725 as the sum the railroads earneq 
coward the payment of the maximum “just compensation,” 
Obviously that is not one-third of $945,000,000, the total of 
the maximum just compensation if all the railroads in the 
country were willing to take from the government a sum 


‘three-year period ending June 30, 1917. 








































by law so that what he persuades them to give up he may 
use in paying those which had no net operating incomes or 
incomes so small that they were not worth thinking about 
as “just compensation.” The chances are that about 
$1,100,000,000 will be required for the purpose of making 
just compensation. That, however, is prophecy and pre. 
tending to foretell the future is exceptionally precarious 
business now, especially in view of the fact that Mr. Me. 
Adoo has complete control over the financial institutions of 
the country and is perhaps in a position to make the own- 
ers of the railroads accept, as a compensation, sums less 
than they might think reasonable, or less than the courts 
might allow, after years of litigation. 

The negotiations between the Railroad Administration 
and the railroads have not reached the point where they 
even mention the question of money as compensation. 
They are still talking on the collateral question as to the 
rate of interest on investments that may be made in im- 
provements, betterments and extensions during federal 
control, or the rate of interest the railroads must pay 
for money they may borrow to make such extensions and 
betterments to meet the requirements of the Railroad 
Administration. 

Thus far the attorneys for the railroads have proceeded 
on the assumption that inasmuch as the word “shall” is 
used in all but one of the places where the federal con- 
trol law mentions just compensation, that question has 
been answered as to all railroads that had a satisfactory 
net operating income for the three-year period. They con- 
strue the law as commanding the President to pay a sum 
equal to that measure, although there are in that statute 
things that Theodore Roosevelt would call weasel words— 
namely, “as near as may be.” That is to say, the Presi- 
dent is to pay, as just compensation, the average of the 
three years, “as near as may be.” 

Such qualifying or weakening language is found through- 
out nearly all the war legislation. Whether it was em 
ployed by the draftsmen because of uncertainty on their 
part, or for “weasel” purpose, no one has yet discovered. 
If they were used for “weasel” purposes the railroad presi- 
dents and general attorneys who helped put through the 
federal control law will probably rue the day they gave 
their support to that statute as an easy method for set 
tling the questions raised by the seizure of the property 
of the railroad companies under the act of August 29, 
1916, which, it is now known, was passed without the 
railroad men having given it serious consideration. 

The revenue for the country as a whole for April rosé 
from $319,328,491 to $370,614,729; expenses from $227,626, 
666 to $280,655,455; net fell from $91,701,825 to $89,959,274. 
The possible just compensation, which in April, 1917, was 
$74,441,544, dropped to $71,397,983. 

In the eastern district the revenue rose from $142,930; 
223 to $167,184,200; expenses from $106,849,301 to $199 
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995,229; net fell from $36,080,922 to $33,858,971, and just 
compensation from $25,758,322 to $23,458,184. 

In the southern district the revenue went up from $47,- 
64,613 to $59,927,782; expenses from $32,952,442 to $41,- 
631,187; net from $14,912,171 to $18,296,595. The just com- 
pensation jumped from $14,168,479 to $16,285,070. 

In the western district the revenue increased from $128,- 
533,655 to $143,502,717; expenses from $87,824,923 to $105,- 
699,039; net fell from $40,708,732 to $37,803,708. Just com- 
pensation fell from $34,514,743 to $31,654,729. 

For the four months ending with April for the country 
as a whole the revenue increased from $1,202,812,157 to 
$1,311,294,498; expenses from $880,043,719 to $1,095,443,- 
166; net fell from $322,768,438 to $215,851,332. The just 
compensation fell from $253,355,537 to $143,454,725. 

In the eastern district the operating revenue rose from 
$535,347,841 to $566,975,392; expenses from $418,518,074 to 
$520,841,652; operating revenues dropped from $116,829,- 
167 to $46,133,740. Just compensation fell from $76,508,- 
980 to $7,338,211. 

In the southern district the revenue rose from $187,548,- 
211 to $219,167,642; expenses from $126,575,946 to $163,- 
162,009; net fell from $60,917,265 to $56,005,633. Possible 
compensation fell from $57,343,009 to $47,607,909. 

In the western district the revenue increased from $479,- 
916,105 to $525,151,464; expenses from $334,949,699 to $411,- 
439509; net fell from $144,966,406 to $113,711,959. Pos- 
sible compensation dropped from $119,503,548 to $88,508,605. 


RAILROAD STATISTICS CONTINUED 


The Trafic World Washington Bureau. 


The common carrier subscribers to the funds used to 
maintain the Bureau of Railway Economics have voted to 
continue that organization and its work to Jan. 1, 1919. 
The contributions to its expenses are to be paid from 
the corporate funds instead of from the operating funds. 
This change is made necessary by the decision of the 
Railroad Administration that the bureau is unnecessary 
while the railroads are under federal control, and there- 
fore after July 1 it would not authorize the expenses of 
the bureau from the operating revenues. 


This determination on the part of the railroad. com- 
panies to continue the bureau is of importance to shippers 
and others interested in the operation of the railroads. 
The question whether government or private control is 
the better will be decided, it is believed, largely on the 
basis of the quality of the service rendered by the rail- 
roads. Figures prepared by the bureau will be necessary 
for those who desire to be accurately informed as to the 
relative performances. Under government control the 
anti-trust laws, which require the maintenance of com- 
petitive conditions, will not operate. 


Statistics will be issued by the Railroad Administration, 
but everybody familiar with government statistics on 
points in controversy between political parties or between 
factions questions the comparability of the figures used 
by statisticians employed on such jobs. A case in point 
is made by the figures the Post Office Department annually 
gives to the public to show that it has achieved a surplus. 
Under the methods used by corporations for ascertaining 
whether a given business had achieved a surplus or not, 
the figures used by the Post Office Department would be 
laughed out of any tribunal in which there should be 
any attempt to use them to show anything other than 
that there is a difference between the sum of certain op- 
erating expenses and the operating revenue. 
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It is not contended that the statistics the Railroad Ad- 
ministration is going to give to the public will not be 
accurate. The figures of the Post Office Department are 
accurate. The only dispute is as to whether the sum the 
Postmaster-General shows is what the ordinary man would 
understand as a surplus—that is, the sum left over after 
all proper deductions for expenses have been made. 

The statistics to be prepared by the bureau will be on 
the basis it has been using for years. Shippers have 
sometimes challenged the fairness of its figures, but they 
understand the bases on which they are prepared and 
know how to combat them. Therefore, the pictures pre- 
sented by their figures will be from exactly the same 
angles as the pictures heretofore presented. The per- 
spective will be the same, and therefore comparisons will 
be valuable. 

Comparisons between the figures the Railroad Admin- 
istration will put out and those the railroad bureau has 
heretofore issued, it is suggested, will not be worth much 
unless the same bases are used.’ Inasmuch as the effect 
of the President’s taking over the railroads and the legis- 
lation by Congress contained in the federal control and 
Overman laws is to condemn the railroad management 
and the Interstate Commerce Commission as insufficient, 
if not incompetent, the necessity for comparisons between 
comparable figures, it is submitted, is great. 

It is believed that the fact that there is as yet no con- 
tract between the government and the railroad companies 
is responsible for the determination on the part of the 
railroad corporations to maintain what may be called a 
statistical department of their own, instead of depending 
for such information on the production of the statisticians 
employed by the Railroad Administration. After the con- 
tract is made, it is supposed, the railroad companies may 
not need the bureau. 

It is believed that if the Railroad Administration makes 
no more than the usual increase in tonnage in 1918, it 
may be set down as a failure—that is to say, by reason 
of the elimination of competition, the elimination of long 
hauls and other performances due to the fact that each 
carrier had to struggle to obtain the largest possible reve- 
nue for itself, it should be able to achieve an enormous 
increase in the number of tons carried. 


APPEAL FOR BARGE LINE 


The Trafic World Washington Bureau. 
The appeal or demand of the Ohio and Mississippi val- 
ley congressmen and representatives of business interests 
of the cities in those valleys for a barge line on the lower 
Mississippi, placed before Commissioner Meyer and Di- 
rector Prouty June 17, was the most energetic thing, in 
the sense of earnestness and numbers, that has ‘been 
seen in the Commission‘s hearing room for some time. 
The room was crowded to suffocation by senators and 
representatives and the river and harbor men who have 
been fighting for years for a larger use of the waterways 
and a thorough integration of the rail and water trans- 
portation systems. 


Senator Reed made the principal speech. Other speak- 
ers were Jackson Johnson, president of the St. Louis 
Chamber of Commerce, the mover in the matter; Maj. 
C. E. Smith, formerly city engineer of St. Louis; Repre- 
sentative Rainey of Illinois; and Senator McKellar of 
Tennessee. Major Smith knew the pertinent facts. The 
congressmen furnished the rhetoric. Smith told in detail 
of the terminal situation at every river landing between 
St. Louis and New Orleans so as to show how the river 
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and the railroads could be connected and afford an effi- 
cient route to get things started toward Berlin. One 
of the points they made was that the railroads are not 
affording sufficient transportation to enable the army to 
get to Berlin and that it is therefore incumbent on the 
President and the Railroad Administration to see to it 
that the transportation masters of the country make use 
of the water facilities that Congress, by means of river 
and harbor appropriations, has provided. 

Senator Reed of Missouri began the series of pointed 
speeches, the undertone of which was that Director-General 
McAdoo had been misled into mistreating the lower Mis- 
sissippi by the misrepresentations of railroad men advis- 
ing him, especially on the point that there was not enough 
water in the river between Cairo and New Orleans to 
establish dependable service by water. He pointed out 
that N. C. and St. L., Illinois Central and Frisco men con- 
stituted a sub-committee that damned the proposal with 
faint praise. He said the line on the upper Mississippi 
is a benefit only to the blast furnace company in which 
National Committeeman Geoltra has an interest. 

The feeling among those who came asking the establish- 
ment of a barge line was bitter. They believed they had 
not received a square deal from the Director-General’s 
railroad and political -advisers. 


WOOL EMBARGO REMOVED 


The Trafic World Washington Bureau. 
shipments to Philadelphia, as formally announced by Man- 
ager Kendall of the car service section, in Circular No. 10, 
issued June 19, are as follows: 


Practically the entire wool supply of the country has 
been commandeered by the government to meet its re- 
quirements. 

Wool must be shipped from producing points to eastern 
wool centers for grading. The season for clipping is just 
closing and the facilities for storing at producing points are 
very limited. ‘ 

It is therefore necessary that arrangements be made 
for the prompt acceptance and movement of wool for the 
next 60 days in both less carload and carload lots to all des- 
tinations, particularly Baltimore, Philadelphia, New York, 
Boston and New England points generally, and any out- 
standing embargoes should immediately be modified ac- 
cordingly. 

The Freight Traffic Committee, North Atlantic ports, is 
amending its embargo, effective Monday, June 17, to permit 
unrestricted movement of wool shipments to Philadelphia. 
Very few such shipments are moving to Baltimore and 
New York, but the Freight Traffic Committees having juris- 
diction at those points are prepared to issue permits 
promptly on request of consignees if and as required. 

Prompt notice with full details should be given to the 
Car Service Section if any consignee is delinquent in ac- 
cepting and unloading wool shipments promptly so that the 
War Department may take necessary action to either ar- 
range immediate unloading or divert to other consignees. 


POWER OVER STATE RATES 


William L. Ransom has given to the New York State 
Public Service Commission for the First District, of which 
he is counsel, an exhaustive opinion or report in the mat- 
ter of the powers of the Director-General of Railroads with 
respect to rates limited by state laws, local franchises or 
contracts, orders of state commissions or rates for trans- 
portation wholly within a city or state. His conclusion is 
as follows: 

My vief of the matter is that no action has been taken 
by the Congress or by the President which authorizes the 


Director-General of Railroads to “initiate” rates for the 
ordinary course of intrastate transportation, by any pro- 
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cedure other than that prescribed by the state laws, or 
which transfers to the Interstate Commerce Commission jn 
Washington the sole jurisdiction to regulate intrastate 
rates, with power to disregard state laws, Commission or. 
ders, franchise provisions and the solemn agreements of 
the companies with franchise-granting or public contractual] 
authorities. The right and power of the Director-General, 
in behalf of the President, to do, during the war, what 
might be necessary to prevent state laws or regulations 
from interfering seriously with the use of the railroads by 
the national government for military purposes, is clear. 
The right and power of the Director-General, in behalf of 


.the President, to claim for all railroad operations immu- 


nity and emancipation from state laws, state franchises 
and the like, merely because such laws and regulations 
have been looked upon by railroad owners as embarrass- 
ing or as potentially restricting their freedom of action is 
far from clear. The right and power of the Director-Gen- 
eral of the Railroads so to supervise the operation of the 
railyoads and so to rehabilitate their properties, that they 
will most efficiently perform the great tasks of war-time 
transportation, is most clear. The right and power of the 
Director-General, irrespective of military necessities, to 
say to all pasengers and all shippers, even between points 
wholly within a state or a single city, that hereafter rates 
and fares need not be reasonable and remunerative accord- 
ing to. the familiar standards of existing statutes and judi- 
cial decisions, but that the basis of rate making shall be 
the revenue needs and the taxation policy of the federal 
exchequer, is far from clear. [I do not believe that ex- 
clusive authority to hold hearings as to rates and service on 
lines wholly within this city or this state has ever been 
vested in the Interstate Commerce Commission, or that the 
Supreme Court of the United States would uphold such a 
delegation of power by Congress, if attempted and clearly 
expressed, which it has not been. On the contrary, I am 
of the opinion that upon a seasonable and meritorious re- 
assertion of the state power over the ordinary concerns of 
ordinary commerce within its borders, the federal courts 


will restore the traditional apportionment of state and fed-. 


eral sovereignties, and rule that if that finely working ad- 
justment is to be disturbed, any such thing must be done, 
not ‘by implication or by executive assumption of power, but 
in the same unequivocal way in which the historic adjust- 
ment was set up. 


NORTHWESTERN FEDERAL MANAGERS 


The appointment of the following federal managers for 
railroads in the northwestern region is announced, ef- 
fective June 20: ‘ 


H. E. Byram, Chicago, Milwaukee & St. Paul Railway, 
office Chicago, IIl. 

J. M. Hannaford, Northern Pacific Railway, office St. 
Paul, Minn. 

W. P. Kenney, Great Northern Railway, office St. Paul, 
Minn. 

A. W. Trenholm, Chicago, St. Paul, Minneapolis & Omaha 
Railway, office St. Paul, Minn. 


G. R. Huntington, Minneapolis, St. Paul & Sault Ste. 
Marie Railway, office Minneapolis, Minn. 

W. W. Walker, Duluth, South Shore & Atlantic Railway, 
office Duluth, Minn. 


BOX CARS FOR WHEAT MOVEMENT 


The Traffic World Washington Bureau. 

Arrangements are being made to take care of the neces 
sary requirements for box cars for moving wheat with 
reasonable promptness, according to advices received by 
the Department of Agriculture from the Railroad Ad 
ministration, says the former. “The box-car situation is 
reported to be better at the present time than it has beel 
at any period within the past three years,” the department 
continues in one of its notices. ‘On May 1 box cars begal 
to move into wheat territory, ar.d wheat-carrying roads aré 
expected to have on their lines more than the normal 
amount of box cars owned by them. Cars are being parked 
in wheat-loading territory which, it is pointed out, was il: 
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possible last year. The Railroad Administration says that 
it will continue to move cars to wheat-loading territory as 
jng as there is any indication that additional cars will be 
needed. Through co-operation with the Food Administra- 
tion «rain corporation, officials are confident that conges- 
tion of wheat at the seaboard will be prevented.” 





TELEGRAPH COMPANY CONTROL 


The Trafic World Washington Bureau. 
Seizure of the wire company’s property by the govern- 
ment for the purpose of operation was discussed by the 
president’s cabinet June 18. It is considered probable, 
not because Postmaster-General Burleson advocates such 
a course, but because of the feeling that the government 
should be in a position to assure a continuance of serv- 
ice. The recent threat of a strike by commercial oper- 
ators is one reason for the impression that the taking 
over is likely to be ordered. Such a step is possible 
ynder the law authorizing the President, in time of war, 
io take over systems or parts of systems of transportation. 
The commerce act distinctly says transmission of mes- 
sages is transportation. 


CANNED SARDINE TRADE UNIT 


The Trafic World Washington Bureau. 


. A letter from Manager Kendall of the Car Service Sec- 


tion, announcing the Food Administration’s reduction of 
the commercial unit on sardines, is as follows: 


With further reference to letters of recent dates, regard- 
ing Rule 9 of the U. S. Food Administration. 
60,000 pounds to 45,000 pounds. 


FEDERAL MANAGERS APPOINTED 


A. H. Smith, regional director, has announced the fol- 
lowing appointments of federal managers: 

J. J. Bernet, the New York, Chicago & St. Louis Rail- 
road, office at Cleveland, Ohio. 

E. M. Rine, Delaware, Lackawanna & Western Railroad, 
0ffice at New York, N. Y. 

T. F. Brennan, Buffalo, Rochester & Pittsburgh Railway, 
office at Rochester, N. Y. . 

A. M. Darlow, Buffalo & Susquehanna Railroad, office at 
Buffalo, N. Y. 

J. H. Nuelle, New York, Ontario & Western Railway, 
office at Middletown, N. Y. 

Morris Rutherford, Lehigh & Hudson River Railway, 
office at Warwick, N. Y. 

R. H. Wilbur, Lehigh & New England Railroad, office at 
Philadelphia, Pa. 

Richard O’Sullivan, Ulster & Delaware Railroad, office at 
Kingston, N. Y. 

J. D. Hawks, Detroit & Mackinac Railway, office at De- 
troit, Mich. 

B. A. Worthington, the Cincinnati, Indianapolis & West- 
en Railroad, office at Indianapolis, Ind. 

W. B. Wood, Grand Rapids & Indiana Railway, office at 
Grand Rapids, Mich. 

H. ©. May, Chicago, Indianapolis & Louisville Railway, 
Office at La Fayette, Ind. 

H. W. MeMaster, Wheeling & Lake Erie Railway, office 
at Cleveland, Ohio. 


CONSOLIDATED TICKET OFFICES. 

The eastern committee on consolidation of ticket offices 
Teports the approximate dates fixed for opening the fol- 
lowing offices: Greater New York, 31 W. 32d street, July 5; 
Greater New York, 64 Broadway, July 10; Greater New 
York, 114 W. 42d street, July 10; Philadelphia, June 24; 
Baltimore, June 24; Cleveland, July 1; Toledo, July 1; In- 
dianapolis, July 10; Boston, July 10; Cincinnati, July 15. 


The following offices are already in operation: Rochester, 
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May 1; Syracuse, May 1; Williamsport, May 1; Grand 
Rapids, May 238; Detroit, June 1; Washington, May 6; 
Greater New York, 57 Chambers street, June 17; Greater 
New York, Brooklyn, June 17; Reading, June 10; Wilming- 
ton, June 17; Pittsburgh, June 17; Buffalo, June 17; New- 
ark, June 17; Columbus, June 17; Dayton, June 17. 


DEATH OF LIVE STOCK IN TRANIST 


C. H. Markham, regional director, has issued the follow- 
ing circular to lines in the Allegheny region: 


Attention is called to the loss of food through the death 
of live stock in transit. Comparing the three months, 
December, 1916, to February, 1917, with the three months, 
December, 1917, to February, 1918, the ratio of dead and 
crippled to total received at 17 principal stock yards was 
as follows: 


Per Cent 
Gite: ICON TH POND. ook ee obese dcaces 22.6 
FROGS, IMCTOREO ME THUC. ..« =< a/c's\0n.00% cx ocae cee 49 
Sheep, MCTERHS: WA TAIUMO. .i6o.c.c coc ccs scesiecses 71 


Various suggestions are made as to the cause of this 
increase’ and, while doubtless much of the loss is due 
to loading stock which is physically not in condition to 
stand transportation, it is claimed that a great deal of 
it occurs through delay to transportation, due to the fact 
that stock trains are not run on as fast a schedule as 
heretofore; second, the failure to drench hogs in transit, 
which could be accomplished during hot weather at con- 
venient water stations; third, overloading, in connection 
with which it is suggested that the minimum on hogs 
be made 16,000 pounds instead of 17,000 pounds, as at 
present. 

Attention is also called to the probability of delay be- 
tween the arrival of cars at terminal yards and their 
placement at the stock yards and that frequently cars 
of live stock are allowed to stand between tracks filled 
with other freight cars, thus cutting off ventilation and 
increasing the mortality, particularly of hogs. 

For the conservation of food supplies, it is imperatively 
necessary that this matter be given the closest possible 
attention, with the view to effecting any improvements 
practicable in line with the suggestions made. 

Please arrange accordingly. 


SAFETY SECTION BULLETIN 

The safety section of the division of operation has issued 
Bulletin No. 3, containing suggestions and recommenda- 
tions relative to uniform methods of organizing and. con- 
ducting safety work. It is the work of H. W. Belnap, mana- 
ger of the section, and W. P. Borland, assistant manager. 
The bulletin contains circulars Nos. 5 and 7, heretofore 
issued by the section, and is intended to form the ground- 
work for an extension and continuance of the work hereto- 
fore done by the railroads and the division of safety of 
the Interstate Commerce Commission. 





OUT OF EMPLOYMENT. 

R. H. Aishton, Regional Director, announces that the 
consolidation of the Evansville and Indianapolis Railroad 
with the Chicago and Eastern Illinois Railroad, for operat- 
ing purposes under federal management, will dispense with 
the following employes: R. E. Farmer, assistant super- 
intendent; M. E. Kramer, general yard master; R. L. Jor- 
dan, purchasing clerk and assistant chief clerk, head- 
quarters, and C. B. Falley, general superintendent. 


RETURN OF CARS. 
C. H. Markham, regional director, has sent to lines in 
the Allegheny region the following circulars with respect 
to the return of cars: 


The Virginian Railway, which is not a member of the’ 


eastern railroads’ car pool, had some new hopper cars 
built by the Pressed Steel Car Company, Allegheny, Pa., 
in the early part of this year, approximately, one hundred 
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of which have not reached the Virginian Railway since 
being built. 

Please issue instructions to the end that these new 
hopper cars, which are numbered in the 6000 series, are 
worked back to the Virginian Railway. 

Attention has been called to diversion of individual 
coal cars owned by Lackawanna Steel Company, which 
are in service between mines on the Pennsylvania Rail- 
road and Buffalo, N. Y. The cars are marked: “Return 
to Ellsworth, Pa., P. R. R.” 

Please give instructions to your people to round up any 
of these cars and work them in the direction of Penn- 
sylvania Railroad, so that they may again be gotten into 
their proper service. 


BILLS OF LADING—SWITCHING SERVICE. 
R. H. Aishton, regional director, has issued the following 


to western railroads: 

Complaint is made that many roads performing switch- 
ing service refuse to issue regular bills of lading on out- 
bound consignments, requiring shippers to obtain same 
from carrier roads to whom cars are delivered. 

If your company performs switching service, kindly ad- 
vise your practice and what objection, if any, there is to 
issuing necessary bills of lading direct. 


LIVE TRACERS. 


R. H. Aishton, regional director, has sent to western 
railroads a communication on the subject of “live tracers” 
similar to that issued by Director Markham. He says: 


In the past “live tracers” have been permitted to ac- 
company shipments of freight, including government 
freight, for the purpose of locating and expediting move- 
ment of a particular class or individual cars of freight. 

This practice does not have the approval of the Railroad 
Administration, and it is ruled that no person be permitted 
to accompany shipments in transit or have access to rail- 
road yards and property for this purpose, unless specific- 
ally provided for by existing tariffs. 





PENNSYLVANIA INFORMATION PLAN. 

Lines West of Pittsburgh, The 
Pennsylvania Railroad Company—Western Lines—and 
The Pittsburgh, Cincinnati, Chicago & St. Louis Rail- 
road Company announce that, in accordance with the desire 
of the Railroad Administration, the forces of the freight 
traffic department are organized and prepared to furnish 
on application to the following, full information in regard 
to rates, routes and other matters pertaining to the move- 
ment of freight traffic over these lines: The Pennsylvania 
Railroad Company, Western Lines, Chicago, Ill., J. E. 
Weller, general western freight agent; The Pittsburgh, 
Cincinnati, Chicago & St. Louis Railroad Company, Chi- 
cago, Ill., J. D. Couffer, general western freight agent; 
Pennsylvania Lines Tracing Information Bureau, W. H. 
Johnson, manager, Chicago, Illinois (All available Passing 
Reports are on file in this Bureau, and applications for 
tracing information should be made thereto); Export and 
Import Traffic, George W. Smith, Chicago (Will furnish on 
application information pertaining to export and import 
traffic). 


The Pennsylvania 





APPOINTMENTS BY MARKHAM. 

Cc. H. Markham, director of the Allegheny Region, has 
appointed L. W. Baldwin, operating assistant, and Chas. R. 
Capps, traffic assistant. E. H. Bankard, chairman, and 
John D. Landis are appointed a regional purchasing com- 
mittee. 





TARIFFS FILED UNDER G. O. NO. 28. 
Tariffs in accordance with General Order No. 28 of the 


Director-General are beginning to be filed with the Com- 
mission and will be promptly abstracted in the Traffic 
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Bulletin and in the Daily Traffic World and Traffic Bulle 
tin. Because of the great number of these tariffs and the 
necessity for speed devices if publication is to keep pace 
with the fast flowing stream, the abstracts will not be 
quite so voluminous as in other cases. An asterisk in front 
of an abstract, however, indicates that it is filed in accorg. 
ance with General Order No. 28 and is effective June 25, 


TRENHOLM BOSSES TERMINALS 


R. H. Aishton, regional director, announces that until 
further notice the terminals of all railroads at Minneapolis 
and St. Paul, including the Minnesota Transfer, will phe 
under the jurisdiction of A. W. Trenholm, federal man. 
ager, Chicago, St. Paul, Minneapolis & Omaha Railway. - 


PUGET SOUND DIRECTOR 


R. H. Aishton, regional director, announces the appoint- 
ment of L. C. Gilman as district director, Puget Sound 
District, office at Seattle, Wash., effective June 20. Mr. 
Gilman will have charge of operations in the states of 
Washington and Oregon, and will report to the regional 
director. 


NEW JOB FOR W. W. WALKER 


R. H. Aishton, regional director, announces that W. W. 
Walker, in addition to his duties as federal manager of 
the Duluth, South Shore & Atlantic Railway, will also 
have charge of ore, coal and grain traffic, Lake Superior 
and Upper Lake Michigan ports. 


APPOINTMENTS BY MARKHAM 


C. H. Markham, director of the Allegheny region, an- 
nounces that M. P. Blauvelt is appointed assistant regional 
director. John B. Warrington is appointed terminal man- 
ager, having jurisdiction over the Washington Terminal 
Company, the terminals of the several railroads and Poto- 
mac Yard. 


RAILROAD PERIODICALS. 

The Railroad Administration has decided that the rail- 
road companies may continue the publication of their com- 
pany newspapers and periodicals because they tend to 
keep up the morale of the employes. 


NEW WAREHOUSE FOR STORAGE CoO. 

The Chicago Storage & Transfer Company has purchased 
from the Chicago Transfer & Clearing Company 67,000 
square feet of land in the Clearing industrial district, 
upon which it will construct a one-story warehouse, 20 
feet high, containing 40,000 square feet of floor space, to 
cost between $80,000 and $90,000. The building will be of 
mill construction with a floor loading capacity of 1,000 
pounds to the foot, which, with modern piling and convey- 
ing machinery, will double the ordinary capacity of the 
building. The storage company started business at this 
point five years ago with a three-story building containing 
66,000 square feet of space, which was erected under 4 
lease from the Clearing Company and subsequently pur- 
chased. Another building, 342 feet wide, was later erected 
to connect with the original structure. With the building 
to be erected now the company will have 200,000 square 
feet of storage space, served by switch tracks from the 
Belt Railway with a capacity of 34 cars. The buildings 
will have a total frontage of about 800 feet in Sixty-fifth. 
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In this department a legal expert answers simple questions relating 
to the law of interstate transportation of freight. Readers desiring 
ial service by immediate answer may obtain privately written 
answers to their inquiries by the payment of a small fee. 
Address Legal Department, The Traffic Service Bureau, 
Colorado Building, Washington, D. C. 


Legal Department 





Advance in Rates on F. O. B. Shipments. 
‘Texas.— Question: The company quoted consignee a 
price on carload of material f. o. b. destination, no men- 
tion being made of freight rate. Prior 4@ time shipment 
was made, and after quotation was made, the rate ad- 
yanced from 54.6 cents to 58.6 cents per cwt. Consignee 
daims the company should pay the entire freight, as the 
quotation was f. o. b. destination. 

The writer is under the impression the courts have 
mled that, regardless of the wording of the quotation, 
should a rate advance after a quotation is made, such 
advance shall be paid by the buyer, and that the seller 
‘shall only be bound for the freight charges based on rates 
in effect when shipment was made, as this is a condition 
over which the seller had no control. Will you kindly 
quote decision on this? 

Answer: The Interstate Commerce Commission held in 
tule 220 (g), Conference Rulings Bulletin 7, that the law- 
ful rate for a through movement is the through rate pub- 
lished in a lawful tariff that is applicable via the line, 
route and gateway over and through which the shipment 
moves, and at the rate in effect on the date the carrier 
received the property for transportation, even though the 
shipment did not move until several days later than that 
date. Rule 172 ibid. 

In rule 387, ibid., the Commission in construing the 
provisions of the uniform bill of lading stipulated that 
the value of the property, being the invoice price, at 
place and time of shipment should govern, held, that 
where a shipment is lost in transit, during which the 
market price of the commodity had advanced beyond the 
price fixed in a contract previously entered into, under 
which a large quantity had been purchased for future 
delivery, that the invoice price does not apply to a ship- 
ment made several weeks later than the contract of sale. 

But when the consignor has contracted to forward and 
deliver the goods to the consignee, the latter is free from 
all expenses and risks attending the delivery of the prop- 
erty, as the title and risk remains in the consignor, and 
he assumes the responsibility of all advances in the 
market prices, as well as in the freight rates, while the 
shipment is awaiting transportation or while in transit. 
+ * # 
Measure of Damages for Conversion. 

New York.—Question: Our factory at South Bethlehem, 
Pa., forwarded some time ago one case of cigars to one 
of our distributors in Peoria, Il]. This distributor, how- 
ever, did not receive the goods and we placed claim for 
them against the Lehigh Valley Railroad Company for 
$330. The same was settled by them shortly after, since 
they were unable to establish delivery. This case was 
finally delivered to a firm in Chicago which happened 
to be one of our customers, and we collected $316.80 for 
\. We offered to reimburse the Lehigh Valley with this 
amount, but were advised that they could accept nothing 
but the amount which they paid to us. 

We do not agree with their views, because the cost of 
the shipment was $330, but the consignee by paying at 
4 specified time, earned a discount of $13.20. Naturally 
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when they requested us to place claim for them, they 
showed the cost of the cigars as $330, which, of course, 
was the actual value of them at time and place of ship- 
ment. The discount is offered as a premium for paying 
at a specified time, and would not be allowed if the pay- 
ment was not made within that time. Consequently we 
fail to see how the discount has any effect on the cost 
of the goods so far as the carrier is concerned. Since 
the shipment was not delivered to the original consignee, 
the Lehigh Valley was obliged to pay them $330 for the 
loss of same, and the merchandise became their property. 
However, as advised above, the shipment was received by 
one of our customers in Chicago, and they paid us the 
amount of $316.80, which we feel is all that the carrier 
is entitled to. 

Answer: The carrier by delivering the case of cigars 
to a firm in Chicago other than the consignee named in 
the bill of lading was guilty of conversion and is liable 
for the full value of the converted goods. Formerly this 
value was determined by the amount of the actual dam- 
ages sustained at destination point, and on this basis 
the carrier would have been entitled to a return of only 
$316.80 collected by you, as stated above. But, as the 
present uniform bill of lading contains a stipulation to 
the effect that the amount of damages for loss or injury 
to goods is to be computed on the basis of the value of 
the property at the place and time of shipment, and, as 
the U. S. Supreme Court has held in the Blish Milling 
Company case that this stipulation is binding in actions 
for conversion the same as in any other cases, it neces- 
sarily follows that the amount of a carrier’s liability was 
the value of the shipment at place of shipment, which 
we understand was $330, and was the amount paid by the 
carrier. 

If the shipment is ultimately .recovered and no damage 
sustained by reason of the delay in delivery, the carrier 
is entitled to a return of the money paid on the assump- 
tion that the goods were lost. The arrangement by which 
you allowed discount to the purchaser for cash payment 
simply affects the value of the property at destination 
point, and not at place of shipment, and has no binding 
effect upon the carrier. As stated above, by contract the 
carrier’s liability was computed on the basis of the value 
of the shipment at shipping point. 

cE bs 


Measure of Damages in Delayed Shipments. 


Indiana.—Question: About a year ago we had consid- 
erable number of cars of oats moving from Illinois ter- 
ritory into Evansville, and, on account of the extreme 
car shortage in that district, the elevators leased a num- 
ber of stock cars and went to the expense of boxing them 
for use in hauling grain. It was their understanding that 
after these cars were unloaded at their destination they 
were to be promptly returned to the point of origin. It 
usually took about four days for a car of oats to come 
from these points to our city. 

Our first case is in regard to a car of oats shipped to 
us at Evansville. After having arrived here it was im- 
mediately returned to point of origin, through an error 
on the part of the railroad company. Upon arrival at 
destination the railroad company finally learned that this 
car had never been unloaded, after which they immedi- 
ately reforwarded same to us. From the time of the first 
arrival of this car, up to the time that the car arrived the 
second time, the market on this commodity declined eight 
and three-quarters cents per bushel. We filed claim 
against the railroad company for this difference and, after 
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considerable .correspondence had passed between the load and count notation. The shipper refuses to honor 
freight claim agent and ourselves, it was finally declined our claim on the grounds that they surrendered to US a 
for the reason that they stated if the shipper or the con-_ clear bill of lading, same being a straight bill of lading notice 
signee could arbitrarily fix the time for the arrival of a_ the carriers refuse the claim on the grounds that the carpe e450? 
shipment it would be clear that the carriers would be arrived at destination under original seals and therefore 41 U 
continually adjusting the difference in the market between they were not at fault for the shortage. the U 


the time of shipment and the time of delivery. Answer: Where goods are left with a common carrie; 

Our other case is in regard to a car of oats from the to be delivered to the consignee without any qualificatig, 
same point of origin, which was in transit from May 17 or restriction, the consignor parts with the goods an! 
until June 4. As above stated, it only took four days jj control over them. His responsibility for the safety 


for a car of oats to come from these points of origin of the goods ends with a delivery of the goods in good 
and we felt that this difference was unreasonable, so We order to and acceptance by the carrier for transportation, 


filed claim against the railroad company for the difference yom that momém the title to the goods vests in the cop. 

in the market from May 21, upon which date this car signee and, as the owner of them, he is the proper party 
should have arrived, and June 4, the actual date of ar- {9 maintain an action for their loss or injury, and this 

rival, which was eight and three-eighths cents per bushel. action should be against the carrier and not the consign. \._— 
We might state that this car was transferred in transit 
account of the original car being in bad order, but, tak- 
ing this into consideration, we felt that the car was out 
a great length of time, even though this mishap occurred. 
This claim was also declined for the same reason as the 
first one explained. 
















































In an action by the owner against the carrier the mere 
fact that the carrier shows that the car arrived at de. 
tination under original seals is not conclusive evidence 
in favor of the carrier’s non-liability. The courts of al 
most all the states hold that where a shipment is deliy. 


: P e ered to the carrier in good order and is received by con : 
Answer: It is the duty of a common carrier to whom 3 ; mh , consi 
signees in bad order, it is presumed that it was damaged 


goods are delivered for transportation to forward them mF : ERS ; inforn 
. . while in the carrier’s possession, and also, where goods 

promptly, and without unreasonable delay, to. their é : of the 
: : are delivered securely boxed to a common carrier for 

destination. In the absence of an express’ contract ; 7 f by be 

. ‘ : cribs . : é carriage, and a part only are delivered by it to the con ‘ 

stipulating the time within which the carrier is to ; é - goods 
: : . 2 signee, the presumption is that the loss occurred while 

transport and deliver goods, the law implies a promise the sl 


Mie ‘ the goods were in the carrier’s possession. 
to do so within a reasonable time. But the rule Saw | 


that a carrier is an insurer of safe delivery does not In carload shipments, where the loading is done by the Meast 
apply to liability for delay of the transportation, rea- shipper, it would be necessary for the owner to prove that (Su 
sonable care only being required to avoid delay, unless ‘he exact quantity called for by the bill of lading was 


the carrier has specifically contracted with the shipper actually received by the carrier and that a lesser qua 
to deliver the goods at a stipulated time. Where, how- tity was delivered by the carrier at destination point, be 


ever, the delay in the shipment is prolonged beyond the C#US€ the carrier would not be responsible for any losses 
time within which a like shipment is usually transportea Petween the time that the shipper commenced loading 


between the point of shipment and the point of delivery the —_ and the time when the = delivered to the 
the burden is cast on the carrier to explain such delay carrier for transportation. But if it has been shown that 


and to show that it did not result from its negligence ‘he goods were delivered bed the carrier and that it failed 
or the negligence of its connecting carriers to deliver them to the consignee, the presumption is that 

A carrier is liable for damages resulting from delay in the carrier was negligent and it has the burden of proving 
the transportation and delivery of goods if it fails to do either that it did not receive the exact goods claimed or 


i. aed : ep ., : fe loss « 
so within a reasonable time. By the terms of the uniform that the loss resulte” from some cause for which it i 


: - the a 
bill of lading this damage is computed on the basis of 0° responsible. whict 


the value of the property at the place and time of ship- - - ° NH 
ment, as evidenced by the invoice price, if any. This Sufficiency of Notice of Claim. N.W 
provision has been upheld by the U. S. Supreme Court 
in the case of N. Y., P. & N. Ry. Co. vs. Peninsular Pro- 
duce Exchange, 240 U. S., 34 (Traffic World, Jan. 29, 1916, 
page 271), and in such cases, where the shipment is only 
partially damaged, the damage would be measured by 
such invoice value less the salvage value; that is, the 
amount at which the shipment was sold at destination. 
See the recent case of Keeney vs. C., B. & Q. R. Co. 
(lowa), 167 N. W. Rep. 475. 
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New York.—Question: Section 3, paragraph 3, of the A ¢ 
uniform bill of lading, specifically provides that claims dama, 
for loss or damage must be filed within six months after Vice 
delivery of the property, or, in case of failure to make ishabl 
delivery, then within six months after a reasonable time Burde 
for delivery has elapsed. It has been the practice of (Su 
one house here to file an exception report with the tral to fre 
portation company showing loss or damage in carloads of facie 
freight consigned to them, but no place on the exceptio carrie 

. * . report does it specify any intention to file claim, 20 by th 
Presumption of Loss. does it give any approximate value of the lost or damaged N. W 
goods. Will you kindly advise if this can be construed i !ntere 


to be a preliminary notice of intention to file claim? (Su 
mand 


Oklahoma.—Question: A shipper at Memphis, Tenn., 
makes a carload shipment of bagging and ties, the bill 4 
of lading is issued for so many rolls of bagging and so Answer: In rule 510, Conference Rulings Bulletin 1, a. 
many bundles of ties, the car arrives at destination, an the Commission said: “It is the view of the Commissi0? date « 
Oklahoma point, under the original seals and there are that the provision in the uniform bill of lading requiring N. Ww 
several rolls of bagging and bundles of ties short of the that claims for loss and damage or delay must be made : 
amount invoiced and paid for; the invoice, of course, cor- in writing within a specified period is legally complied 3 
responds to the number of rolls and bundles shown on With when the shipper, consignee, or the lawful hold Liabil 
the face of the shipper’s bill of lading, it being a clear of the bill of lading within the period specified, {iles with - 
lading without notations of any kind, not even shipper’s the agent of the carrier, either at the point of origin ™ :* 
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the point of delivery of the shipment, or with the general 
daims department of the carrier, a claim or a written 
notice of intended claim describing the shipment with 
reasonable definiteness; in the Blish Milling Co. case, 
41 U. S., 190 (Traffic World, May 20, 1916, page 1054), 
the U. S. Supreme Court substantially held that a claim 
must be actually made, and in sufficient form to appraise 
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the carrier of the character of the claim, although not 
necessarily requiring documents in a particular form, so 
long as the same is in writing and adequately describe 
the shipment and filed within the required time. 

It is our opinion that the filing with the carrier of an 
exception report of the kind described above does not 
satisfy the requirements of the uniform bill of lading. 





5 i 
L d D Decisi 
Cases Recently Decided by State and Federal Courts 
(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1918, by West Publishing Co.) 
| - 
DELAY IN TRANSPORTATION OR DELIVERY. transit alleged that the carrier received the cattle for ship- 
Special Damages: ment, received the reward in payment for the services, and 


(Supreme Court of Mississippi, Div. A.) To warrant 
shipper’s recovery of special damages for delay in ship- 
ment by reason of special character of goods and the 
consignee’s immediate need thereof, the carrier must be 
informed at the time the contract of shipment is made 
of the special circumstances, and cannot be made liable 
by being informed of them at a subsequent date while the 
goods are still in its possession at the point of origin of 
the shipment.—New Orleans & N. E. R. Co. vs. J. H. Miner 
Saw Mfg. Co., 78 Sou. Rep. 577. 

Measure of Damages: 

(Supreme Court of Mississippi, Div. A.) Where a car- 
rier admitted unreasonable delay in shipment of saws, but 
the articles were not damaged, and there was no fluctua- 
tion of their market value, the shipper could recover only 
the reasonable renta] value for the time of the unreason- 
able delayi—New Orleans & N. E. R. Co. vs. J. H. Miner 
Saw Mfg. Co., 78 Sou. Rep. 577. 


LOSS OF OR INJURY TO GOODS. 

Liability: 

(Supreme Court of Nebraska.) A common carrier of 
goods insures their safe delivery to the consignee against 
loss or injury from whatever cause arising, except only 
the act of God, the: public enemy, or some other cause 
which would exempt it from liabiilty at common law.— 
N. H. Nelson & Co. vs. Chicago & N. W. Ry. Co., 167 
N. W. Rep. 574. 

A common carrier was not liable at common law for 
damages for losses arising from the inherent nature or 
Vice of the articles carried, such as live animals or per- 
ishable goods.—Ibid. 

Burden of Proof: 

(Supreme Court of Nebraska.) Where loss or injury 
to freight while in a carrier’s possession is shown, a prima 
facie case is established, and it then devolves upon the 
carrier to bring itself within one of the exceptions allowed 
by the common law.—N. H. Nelson & Co. vs. Chicago & 
N. W. Ry. Co., 167 N. W. Rep. 574. 

Interest: 

(Supreme Court of Nebraska.) Where a claim or de- 
mand is made upon a common carrier for loss or injury 
to goods shipped, interest is properly allowable from the 
date of such demand.—N. H. Nelson & Co. vs. Chicago & 
N. W. Ry. Co., 167 N. W. Rep... 574. 

CARRIAGE OF LIVE STOCK. 
Liability: 

(Court of Civil Appeals of Texas, San Antonio.) Where 

the shipper of cattle suing the carrier for damages in 


caused damage by its negligence, there was a sufficient 
allegation of the common-law liability of the carrier, which 
was alleged to be a common carrier.—International & G. 
N. Ry. Co. vs. Reed, 203 S. W. Rep. 410. 

Measure of Damages: 

(Court of Civil Appeals of Texas, San Antonio.) The 
amount of damage sustained by a shipper of cattle from 
the carrier’s negligence in transit, plus 6 per cent in- 
terest from the date of the loss, is the correct measure 
of the shipper’s damage at the date he recovers judgment 
against the carrier.—International & G. N. Ry. Co. vs. 
Reed, 203 S. W. Rep. 410. 

Notice of Loss: . 

(District Court of Appeal, Second District, California.) 
Under contract for intrastate shipment of live stock, pro- 
viding that shipper should give written notice of loss 
within 10 days after unloading, the carrier waived the 
right of notice, where after less formal notice it gave 
directions as to care and disposition of injured stock.— 
Bliss vs. Southern Pac. Co., 172 Pac. Rep. 760. 

Shipper of live stock was not required to give written 
notice of loss within 10 days, as specified by contract, 
where the extent and character of the damage could not 
be ascertained within such time.—Ibid. 


Delay: 

(Appellate Court of Indiana, Div. No. 1.) A complaint 
containing the general averments of unreasonable delay 
in the shipment: of hogs, and the specific averments that 
the reasonable time required for shipment was four hours, 
and that the time consumed in making delivery was more 
than thirteen hours, that by reason of the negligent han- 
dling and unreasonable delay in transporting and deliver- 
ing the hogs suffered unusual and excessive shrinkage 
to the amount of 700 pounds, and that six hogs were 
wholly lost to plaintiffs to their damage as alleged, stated 
a cause of action at common law for damages as against 
objections that it showed no negligence or violation of 
duty by defendant, or that defendant had notice that de- 
livery should be at a particular time, and that it sought 
to recover special damages without alleging facts author- 
izing the same—lIllinois Cent. R. Co. vs. Mattingly et al., 
119 N. E. Rep. 498. 

Limiting Liability: 

(Appellate Court of Indiana, Div. No. 1.) A stipulated 
difference in the shipping rate affords a sufficient con- 
sideration to support a contract for limited liability of a 
carrier only where shipper has bona fide opportunity of 
making choice in rates and of shipping with unrestricted 
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common-law liability.—lIllinois Cent. R. Co. vs. Mattingly 
et al., 119 N. E. Rep. 498. 


The mere recital in contract for shipment of live stock 
of different rates, corresponding with differences in lia- 
bility, does not preclude the shipper from showing that 
he was not, as matter of fact, afforded the opportunity 
of making choice of rates, paying the higher rate and 
shipping with unrestricted common-law liability of the 
carrier.—Ibid. 


A contract limiting the common-law liability of a car- 
rier must be supported by a valuable consideration apart 
from the mere acceptance of the property for shipment.— 
Ibid. 

Where controverted questions relating mainly to special 
contract limiting liability for damages to shipment of 
hogs, instructions fairly submitting question whether 
plaintiffs were afforded opportunity of shipping at a higher 
rate with common-law liability unrestricted by the special 
contract, and whether the alleged contract was voluntarily 


Miscellaneous Traffic Decisions 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, published by West Publishing Co., St. Paul, Minn. 
Copyright, 1918, by West Publishing Co.) 


REGULATION OF COMMON CARRIER. 
Common Carriers: 

(Circuit Court of Appeals, Fifth Circuit.) An express 
company is a common carrier.—Taylor vs. Wells Fargo & 
Co., 249 Fed. Rep. 209. 

Demurrage: 

(Supreme Court of Arkansas.) Acts 1907, p. 458, sec. 
6, providing that a shipper on whose order cars are 
placed for loading shall have a certain time therefor, and 
thereafter a demurrage charge may be assessed and col- 
lected on such cars not tendered to the railroad company 
with shipping instructions within such time, is operative 
only between the company from which the cars are or- 
dered, the hauling company, and the shipper, and gives 
no right of collection of the charge to a carrier merely 


switching the cars to and from the shipper’s private track, - 


as agent for the hauling company, for a specified price; 
and this though it receipts to the hauling company for 
the cars when first placed on their interchange track, and 
under a private agreement, the consideration of which 
is the payment of the switching charge, pays the hauling 





Shipping 


Cases Recently Decided by State and Federal Courts 


(Digests taken from Reporters and Digests of National Reporter System, Published by West Publishing Co., St. Paul, Mina. 
Copyright, 1918, by West Publishing Co.) 


Charters: 
(Circuit Court of Appeals, Fourth Circuit.) 


the vessel.—Clinton vs. Smith & Terry, 


a lien on 
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A claim of 
a charterer for dead freight which is in the nature of one . 
for loss of profits, is not enforceable in a suit in rem as 
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entered into by plaintiffs when they could have availed 
themselves of paying higher rate and shipping their liye 
stock without restrictions of such special contract, ang 
correctly stating rights of parties if special contract was 
voluntarily made, as well as rights if such contract was 
not voluntarily made, were sufficient.—Ibid. 
Injury—Presumption: 

(Supreme Court of Minnesota.) The presumption of 
negligence on the part of a common carrier arising from 
a showing of the sound condition of the property at the 
time of shipment and the injured and damaged condition 
thereof at destination does not apply to a case where 
under the transportation contract the shipper by himself 
or agent accompanies the shipment for the purpose of 
taking care of the property in transit, the cause of the 
injury not being shown to be a matter outside the duties 
and obligations of the caretaker, or in respect to a mat. 
ter of which his presence did not relieve the carrier from 
the obligations imposed on him by law.—Zimmerman ys, 
Northern Pac. Ry. Co., 167 N. W. Rep. 546. 








































company a certain amount per day per car till the cars 
are returned to the interchange track from the shipper’s 
private track.—Chicago, R. I. & P. Ry. Co. et al. vs. Ball 
& Philpot, 203 S. W. Rep. 284. 







Discrimination: 





(Supreme Court of Nebraska.) Where there is at- 
tempted discrimination between persons and associations 
by a common carrier, and a person or association is not 
allowed “reasonable and equal terms, service, facilities and 
accommodations,” section 5978, Rev. St. 1913, affords 
proper and prompt redress by the courts. But, when the 
question is whether a community or locality is properly 
served by a railroad company, not only is the question 
of rates involved, but other questions and conditions as 
well are to be considered that are peculiarly within the 
province of the state railway commission.—Rivett Lum 
ber & Coal Co. of Benson et al. vs. Chicago & N. W. Ry. 
167 N. W. Rep. 570. 

In the latter case the state railway commission has 
jurisdiction, and not the courts.—Ibid. 



















Decisions 















249 Fed. Rep. 119. 
Towage Service: 
(Circuit Court of Appeals, Fourth Circuit.) That a chat 
terer accepted delivery of a barge at a point distant from 
the place of loading, and had her towed there, did 1 
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make such transfer the beginning of a voyage under the 
charter, and the unaccepted offer of services by tugs be- 
fore she was ready to proceed on her voyage did not give 
them a lien on the barge.—Clinton vs. Smith & Terry, 
inc., 249 Fed. Rep. 119. 
Damages for Breach: 
(Circuit Court of Appeals, Fourth Circuit.) Where the 
charterer Of a coal barge for three months, with the privi- 
lege of renewal for another like term, surrendered the 
parge during the first term for unseaworthiness, and did 
not exercise its option for renewal, it could not recover 
in a suit for breach of charter for loss of prospective 
profits during ‘the renewal term.—Clinton vs. Smith & 
Terry, Inc., 249 Fed. Rep. 119. 

Limitation of Liability: 

(District Court, N. D., California, S. D.) While the Har- 
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ter act and other laws providing for limitation of liability 
of shipowners should be construed so as to effect their 
purpose of promoting shipbuilding, they should not be so 
liberally construed as to deprive passengers and cargo 
owners of that degree of care on the part of those owning 
ships which safety demands.—The Santa Rosa, 249 Fed. 
Rep. 160. 

Under statutes providing that the liability of the owner 
of a vessel for any act, matter, or thing, loss, damage, or 
forfeiture, occasioned or received without the privity or 
knowledge of such owner, shall not exceed the value of 
owner’s interest in the vessel, and her freight, then pend- 
ing, a shipowner has the burden of establishing that the 
loss for which a limitation of liability is sought occurred 
without its privity or knowledge.—Ibid. 


The Open Forum 


A Department for the Discussion by Patrons and Friends of THE TRAFFIC WORLD of 
Transportation Questions of Interest to Traffic Men Who Keep in Touch 
With the Times—Contributions are Welcomed 


A CORRECTION 


Editor The Traffic World: 
The general conclusions drawn from the decision of the 
Interstate Commerce Commission in the Royster Guano 
case in your editorial discussion of that case in the issue 
of June 8 are perhaps correct, but your understanding 
that that decision “requires the destruction of the North 
Carolina fertilizer rates by the substitution of the scale 
prescribed by the Commission” is incorrect in that the 
sale prescribed by the Commission in this decision is 
precisely the North Carolina scale was was (sic) under 
attack as being discriminatory, so that the effect of the 
Commission’s decision in this case is to revise the inter- 
state rates in line with the North Carolina intrastate 
scale. 
A. J. Maxwell, 

Clerk, N. C. Corporation Commission. 

Raleigh, N. C., June 18, 1918. 


LIKES COMMENTS ON POLICIES 
Editor, The Traffic World: 


In reference to an article in June 8 Traffic World headed 
“The McAdoo Policy,” trust that you will not discontinue 
mments against policies, even though those issued by 
the Director-General. All the previous articles have been 
of interest, and hope you will continue publishing similar 


articles. J. E. Potts, 
Traffic Manager, Texarkana Pipe Works. 


Texarkana, U. S. A., June 13, 1918. 


CRITICISM JUSTIFIED 
Riitor, The Traffic World: 

I have noticed a number of comments in your paper 
Which would seem to indicate that you are somewhat dis- 
lurbed on account of some of your subscribers writing 
you in reference to your constructive criticism of the Rail- 
tad Administration changes in previous practices of car- 
ters and the many inconsistencies in order No. 28. 


I am surprised to find that you are so disturbed. It does 
not seem to be considered treasonable in the East to criti- 
cize these things. 

Everyone seems to be quietly investigating the changes 
and getting ready to protect their interests by appealing 
to the various boards, to the Interstate Commerce Com- 
mission and eventually to their representatives and sen- 
ators. Possibly your correspondence has been contaminated 
with the atmosphere of c¥ficial Washington. Do not be 
disturbed. Go ahead with your good work. 

New York, N. Y., June 17, 1918. F. W. Pancoast. 


THE INCREASE IN RATES 


G. E. Hixon, traffic manager of the Chattanooga Feed 
Company, under date of June 18, writes the following let- 
ter to C. A. Prouty, U. S. Railroad Administration: 


Referring to Director-General’s Order No. 28, will you 
please give us a little information on the following point: 

We understand the present rate on flour from Minneapo- 
lis, Minn., to Chattanooga to be 39 cents per hundred 
pounds, made 18 cents to Ohio River and 21 cents 
south. This rate is made on a straight combina- 
tion basis and is not a published through rate. 
The order contemplates a 25 per cent increase, but 
with a maximum of 6 cents applicable on wheat and grain 
products. Twenty-five per cent of the 18-cent factor would 
make 4% cents and 25 per cent of the 21-cent factor would 
make 514 cents, the two increases aggregating 9% cents, 
which, when added to the rate now in effect of 39 cents, 
would force a rate of 4834 cents; whereas, with the applica- 
tion of the maximum increase of 6 cents, the increased 
rate would be 45 cents. 


Our contention is that the carriers could not assess more 
than 45 cents per hundred pounds, but local officials of car- 
riers say that the maximum of 6 cents is applicable to the 
factors in constructing rates where such rates are made on 
combination basis. 


Our contention is based on our interpretation that the 
order contemplates a 25 per cent increase on the legal 
rate, with the stated maximum applicable on certain com- 
modities specified in the order, irrespective of whether the 
legal rate is published as a through rate in one tariff from 
any given point to any given destination, or whether made 
up on a combination of rates, the factors of such combina- 
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tion rates being published in two or more separate and 
distinct tariffs. 

In many instances the discrimination now in existence 
will be further increased under this order, and while we 
do not desire to be placed in the light that we are object- 
ing to the increase, still we do not think that the already 
great discriminating feature should be further increased 
by the sweeping 25 per cent order. 

An early reply will be highly appreciated. 


TRY TO KILL VALUATION 


The Trafic World Washington Bureau. 


An unsuccessful attempt to kill the valuation work of 
the Commission was made June 14, in the consideration 
of the sundry civil appropriations bill in the House, sitting 
as a committee of the whole. Representative Walsh, of 
Massachusetts, moved to strike out the appropriation of 
$3,515,000 to pay the expenses of the work for the fiscal 
year beginning July 1. After some debate his motion to 
strike out the item was defeated, without division. The 
vote was so one-sided that the Massachusetts member 
did not ask for a showing of hands. He may bring up the 
question later while the bill is under consideration by 
the House sitting as a House and not as a committee, when 
a roll call will be possible. 


The attack was based on the proposition that the work 
will not be of much account when it is finished; that post- 
ponement to the end of the war would not hurt it to any 
extent; and that the government should conserve its 
money by cutting out unnecessary things. Mr. Walsh 
argued, as have many others, that the valuation can be 
of no benefit because the values will have changed. This 
argument ignores the fact that the railroads are being 
required to keep current reports of what they are adding 
to the cost of their property. The field parties of the 
valuation division are measuring the railroad property to 
ascertain the quantities, while the accountants are seurch- 
ing the records to ascertain what prices were paid for 
each of the various units, so that when the work is com- 
pleted it will be right down to the minute, and, by means 
of the current accounts, will- be kept in that condition. 

Not one of the members who discussed the subject 
made the point that, for rate-making purposes, a knowl- 
edge of the amount of money invested is of small worth 
because the rate cannot be based on the road best located 
and most efficiently managed, but must be made high 
enough to enable all the roads to live, if some community 
is not to be deprived of the means of transportaticn, 
through the inability of the long and poorly located lines 
to live in competition with the direct and well-situated 
properties. 

“This work started several years ago and has dragged 
along from year to year,” said Mr. Walsh. “The purpose 
of it was to secure as nearly as could be some estimate 
of the value of the rail carriers of the country, and it 
has been contended that now, in view of the government 
operation of the railroads, the government certainly ought 
to know something about their value. That possibly is 
true. My criticism is that the work now has continued 
so long that the values in every other line of industry and 
every kind of property have advanced to such an extent 
that work done five years ago in estimating the value 
of railroad property in the far west, or even near the 
congested centers, will be of but little real value. I have not 
heard of any method or scheme whereby the commission 
can bring that work up to date, so to speak, or can by any 
estimate ascertain what the value of the properties are at 


the present time. 
“Now, if it is intended to be urged in the future, when 
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the war shall have been won, that the government shajj 
take over the railroads and that we shall be launched on 
a program of government ownership, this work of valug. 
tion which has been done during the last five years can no 






be of any controlling benefit, nor can it enter into the com ey 
putation for fixing the price to.be paid to the carriers, pei} pract 
cause this valuation, as I understand it, is only the physica] he 
valuation of the railroad property, and in estimat ben 
ing this no attempt has been made to place or attempt tom) %?° 


place a value upon corporations as going concerns. Ac 














“It seems to me whether that be true or not, here ig an — 
opportunity to economize to the extent of $3,500,000. When = 
we are appropriating millions for purposes intimately 
connected with the war, and even if this valuation is to 
be taken into account later, one year’s cessation of it, or - 
two years, or its cessation from now until the complefjing we 
tion of the war, would not, it seems to me, seriously affect rels ea 
the report which will be made at some distanct day byfiant. 
the commission.” sil bar 

Without undertaking to show Mr. Walsh his error inf ntair 
saying or intimating that the work will have no present other | 
value when it is completed, Mr, Sherley, answering afentair 
question put to him by Mr. Juul, said he was prepared pentine 
to say, on the authority of the Interstate Commerce Com-J§y fro: 
mission, that it is so valuing and gathering data as tofMijlled | 
enable it to make a report that will be current at thefing th 
time it is made. Then he added: We are 

Now, if the gentleman will permit, no one is quite wise {Mtymed’ 
enough in this day of rapid change of governmental activ- hand e 
ity and governmental thought to say what will be the 
policy of this nation touching railroads. That it is never™m ¥e ha 
going to be quite what it was I think all of us will agree. Mcoverir 
Personally I hope, and have always hoped, that it would MM packag 
not be necessary for the government to become the perma- © ane. 
nent owner of the railroads. I believe the time will come 
when there will be permitted such consolidation of the whethe 
railroads as will make possible these economies that are Mp shippe. 
not possible under the competitive system, and that that # «mmo 
will be done under such regulations as will safeguard the hands | 
public. But whether the development takes such a line 
or takes the line of complete government ownership, orm @ Tet! 
goes back into the old status that existed prior to the war, Mate, a 
this is certain: A knowledge of the values of these roads Mi rate w 
upon the part of the government will be fundamentally heme 
essential in order properly to control and regulate such ‘ 
railroads. We thi 

Mr. Juul: I wish to say to the gentleman that | realize technic 
the necessity of having a valuation. each b 

Mr. Sherley: If that be true, being in this work, which ed to 
is 70 per cent completed, I submit to the House that it 
is not the part of wisdom to stop it. If the report loses bound 
value because of delay in the making of a finished report, @ has be 
there is all'the more reason why we should not add tOM aythorj 
that delay by having a cessation of the work at this par mehal 
ticular period. We have been reading in the papers off. 
proposals looking to the expenditure of nearly a billion line ab 
of dollars upon our railroads. The country is going@other ; 
through a material, physical transformation greater that A— 
has happened in two or three decades, and in less thal F 
two years there will have been greater changes made m are ap] 
the routes of trade, in the movement of commodities, 0 ported 
port facilities, in the habits of the people, than have ©Bypon y 
curred in any twenty years previously. With that tre packag. 
mendously rapid evolution it did not seem to the commit. 
tee part of wisdom to stop this work. I am in sympathy tefilled 
with the viewpoint that wants to conserve the energie’@ custom, 
of the nation for the primary object of winning the Wl Bf cificay), 
and yet we cannot carry that thought so far as to stop SS retu 
all other activities. ; 

Mr. Austin: What was the estimated cost of this workg and th 
in the beginning, and how much have we already expend cation 
and what will it require to complete it? lied ti 

Mr. Sherley: The estimated cost depended on who made ba 
the estimate. I personally made an estimate which was Yarrels 
pretty close to what we are about to expend. We have the out 
expended $12,800,000 and we are carrying $3,500,000 in 4 to the 
bill, which would give a total of $16,300,000. ! suspec , 
that, first and last, it will cost about $20,000,000 to get 40 be ; 


physical valuation of the railroads. 
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This department is conducted by a traffic man of 1 experience 
the com. and wide knowledge. In it he will answer igvetenn canine to 
iers. be practical traffic problems. We do not desire to take the place of 

’ the traffic man, but to help him in his work. We reserve the right 
to refuse to answer any questions that we judge it unwise to answer 
esti of that involve situations that are too complex for the kind of in- 
©stimat. vestigation contemplated. Questions will be answered as promptly 
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-empt te as possible. No answers will be given by mail except for a fee. 
ns, Address “Help for Traffic Man,” The Traffic Service Bureau, 
re is an Colorado Building, Washington, D. C. 
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Returned Empty Package Rating. 


Q.—We are shippers of linseed oil in wooden cooperage 
comple-#ind we buy thousands of empty second-hand wooden bar- 
ly affects each year at points in the territory tributary to our 
day byfyant. Many of these barrels are the identical linseed 
wil barrels that were originally shipped from our plant 
wntaining linseed oil, others being linseed oil barrels of 
present@@other brands, and others being barrels that had originally 
ering afentained other commodities, such as lubricating oils, tur- 
yrepared Mpentine, vinegar, glucose, etc. Our men pick these barrels 
ce Com-#y from our customers at various points, and they are 
& as toM@billed back to our plant. A question has arisen concern- 
at thefing the proper classifications to give such shipments. 
We are informed that second-hand empty oil barrels “re- 
tuned’ take one-half fourth class rate, while other second- 
hand empty oil barrels take the regular fourth class rate. 
We have always contended that the intent of the ruling 


error in 


ite wise 
al activ- 
be the 


is never 

ll agree. @ covering the return of empty packages is to permit such 
x would Mpackages to be returned to the shipper at the low rate 
i oa of one-half fourth class, and that it makes no difference 


of the whether each identical barrel is returned to the original 
that are™shipper or to some other shipper of the same or a similar 
hat that commodity. As we see it, every empty oil barrel in the 
~ hands of a local dealer in some small town is entitled to 
ship, ore returned to the shipper at one-half the fourth class 
the war,f@ tate, and that it should be permitted to move under this 
eohre tate whether it is returned to the original shipper or to 
te such My me other shipper of the same or a similar commodity. 

We think the transportation companies take an extremely 
[ realize @ technical view when they require us to postively identify 
. i tach barriel as having originally moved from our plant 
that it aid to ask us to produce reference to the original out- 
rt loses(™ 0und billing, and it is our impression that some ruling 
| report, las been made by the Interstate Commerce Commission 


Re authorizing the return of empty second-hand packages at 
pers of me-half fourth class rate under the circumstances we out- 


. billion line above, even though they are returned to some shipper 


| = other than the one who originally shipped the barrels. 
er tha . 
ss thal A—The ratings provided for returned empty packages 


made inf re applicable when the same packages have been trans- 
ities, inf ported filled over the road in freight service. The theory 
eg upon which the reduced rating is predicated is that the 
commit: backage or container is being returned to owner to be 
rmpathy refilled and again shipped in freight service to the owner’s 
a customer's, The Western Classification in rule 25 spe- 
- stop tifically provides that such returned empty packages must 

be returned to the consignor of the original filled package, 
is wa aid therefore under the terms of the governing classifi- 
xpendetll cation in your territory the reduced rating cannot be ap- 
10 made Dlied to second-hand oil, turpentine, vinegar and glucose 
ich waste barrels shipped to you unless you were the consignor of 


7 e 5 
7 the outbound filled barrel. Unless an empty is returned 


suspect '0 the place from which it was shipped it cannot be said 
o get Mo be a return shipment. We know of no ruling of the 





THE TRAFFIC WORLD ; 1375 


Commission that is transgressed by the Western Classifi- 
cation rule. 
Misquotation of Rate. 

Q.—Will you kindly advise us current ruling and I. C. C. 
reference, governing railroad rate quotations? Should the 
railroad general traffic department quote a through rate 
on any commodity between two points? Are they re- 
sponsible for its protection, notwithstanding no through 
tariff rate is published via all routes? For instance, should 
one line publish a rate on a certain commodity between 
two points, and the railroad official name such rate with- 
out specifying routing, and without having tariff in hand, 
would he be exempt from protecting rate quoted or should 
the shipment move via another initial line or combina- 
tion? 

A.—Section 6 of the act to regulate commerce, as 
amended, provides that: “If any common carrier subject 
to the provisions of this act, after written request made 
upon the agent of such carrier * * * shall misstate 
in writing the applicable rate, and if the person or com- 
pany making such request suffers damage in consequence 
of * * * the misstatement of the rate, either through 
making the shipment over a line or route for which the 
proper rate is higher than the rate over another available 
line or route, or through entering into any sale or other 
contact whereunder such person or company obligates 
himself or itself to make such shipment of freight at his 
or its cost, then the said carrier shall be liable to a 
penalty of two hundred and fifty dollars, which shall 
accrue to the United States and may be recovered in a 
civil action brought by the United States.” A carrier may 
not apply to a shipment transported ‘by it any other than 
the legally established rate over the route the shipment 
is transported, and it may not, therefore, “protect” the 
erroneously quoted rate. A carrier to whom a shipment 
is delivered for transportation is under no obligation to 
turn such shipment over to another initial line maintain- 
ing a lower rate for forwarding by such other initial line. 
A. J. Poor Grain Co., case 12, I. C. C., 418; McLean Lum- 
ber Co., case 22 I. C. C., 349; Laclede-Christy Clay Prod- 
ucts Co. vs. M. P. Ry., Unrep. Op. A-780. If the shipper 
has suffered damage in consequence of the carrier’s mis- 
conduct and in manner specified in the act, the carrier 
is subject to the penalty therein provided, but only the 
government can recover such penalty. 


Carrier Responsible for Its Misconduct. 


Q.—A carload shipment on straight bill of lading was 
offered for Cincinnati, O., routed via Petersburg, Va. A few 
days after shipment was forwarded shipper asked carrier 
to divert to La. Grange, Ga., as an error had been made 
in shipping to Cincinnati. Upon advice from officials of 
the carrier that car had been stopped and would be re- 
turned to Atlanta for La Grange, agent issued exchange 
bill of lading reading La Grange, Ga., making usual nota- 
tion on same. The car moved to Cincinnati, through 
Atlanta, the billing evidently never changed. The car was 
forwarded to La Grange and charges collected on the 
movement. Shippers filed claim for overcharge and car- 
riers decline payment, stating that it was primarily an 
error of the shipper. A back haul of 298 miles was in- 
volved. 

A.—As the car had started on its journey to Cincinnati 
north via Petersburg, it may be assumed that it was 
stopped at Petersburg or at some point between shipping 
stations and Petersburg. If this was the fact the car is 
subject to such charges as the carrier’s reconsigning and 
diversion tariff may have provided for out-of-line, back- | 
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haul or reverse movement, if permitted at all, in addition 
to any reconsigning charge named in the tariff. If no 
out-of-line, back-haul or reverse movement was permitted 
by tariff, charges would accrue on basis of the lawful 
rate from shipping point to place at which stopped and 
the lawful rate from such place to the destination point. 
The carrier having accepted consignor’s reconsigning or 
diversion order and having undertaken to transport the 
car to its new destination, it should have done so, and if 
through error of the carrier or its agent or employe the 
car was misrouted and carried to Cincinnati instead of 
to its proper destination the carrier must assume responsi- 
bility for its own misconduct and shipper may not be 
required to pay for transportation which he neither or- 
dered or desired. Granting that shipper made the original 
error in consigning the car to Cincinnati, he likewise 
corrected his own error by diverting the car to its proper 
destination and he stood ready to pay the lawful charges 
of the carrier for such diversion, which is the only pen- 
alty he has to pay. It does not lie in the mouth of the 
carrier to say that it is excused from the responsibility 
of its misconduct because the shipper first made an error 
—the latter fact in the circumstances of this case in no 
wise mitigates the responsibility of the carrier’s misdeed. 
Misrouted Shipment. 

Q.—Your answer in The Traffic World of June 1, “Help 
for Traffic Man,” under caption “Misrouted Shipment—Ini- 
tial Carrier Responsible.” As I understand this case, the 
shipper delivered shipment to carrier’s agent on a bill 
of lading that carried both rate and route. The rate did 
not apply via route shown and apparently the carrier’s 
agent did not exercise reasonable diligence when signing 
same, as he was compelled to ascertain if the rate and 
route as shown were properly applicable to the shipment. 
Under conference ruling 474 (c), Bulletin No. 7, the car- 
rier’s agent accepted and receipted bill of lading, that 
contained provisions that were contradictory and therefore 
impossible of execution. (1) Doesn’t this have the same 
effect as though bill of lading was open as to route and 
rate? (2) Do you know of any ruling by the I. C. C. 
that authorizes carriers to penalize the shipper, through 
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(3) Isn’t shipper entitled to the 
cheapest combination via any direct route on unrouteg 
shipments, where there are no published-through rates? 
(4) Will you please advise just why the shipper was not 
entitled to the St. Louis combination of rates when lower 
than either the Chicago or Peoria combination? 

A.—Your understanding of the case mentioned appears 
to be correct. Shipper designated in the same bill of 
lading two routes, first, by use of the names of carriers, 
and, second, by inserting therein the rate lawfully ap. 
plicable via Peoria. Carrier’s agent should not sign q 
bill of lading containing provisions which were contradic. 
tory or impossible of execution. It was his duty in thege 
circumstances to inquire of shipper which one of the two 
designated routes he desired to use, and, the agent having 
failed in that duty, the carrier at fault must assume the 
responsibility of its negligence and is liable to the ship. 
per for the difference between the charges collected and 
what they would have been had the carrier sent the ship. 
ment forward over the cheaper of the two routes. Had 
no routing instructions been given it would have been, 
under the rulings and decision of the Interstate Commerce 
Commission, the duty of the carrier to forward the ship 
ment over the cheapest route known to him, but the car 
rier would not have been justified in disregarding alto- 
gether the routes designated by shipper. So we would 
say, (1) that the designation of a conflicting route and 
rate is not equivalent to open routing; (2) we have never 
heard of a ruling of any commission which penalizes 
shippers for carrier’s errors; (3) the Interstate Commerce 
Commission has held generally that it is the duty of car- 
riers to forward unrouted shipments via the cheapest 
route, but there are some exceptions to this general prin- 
ciple; and (4) that the shipper is not entitled to the St. 
Louis combination because the combination of rates over 
St. Louis are not applicable via either Chicago or Peoria, 
which were the two routes designated by the shipper. 

In this connection it will be interesting to read the re 
cent decision of the U. S. Supreme Court in Nor. Pac. 
Ry. vs. M. J. Solum, printed on page 1302 of The Traffic 
World, June 15, 1918. 





















































Traffic Lesson No. XXXIX 


Freight Claims (Concluded)—Thirty-Ninth in the Course of Fifty-two Lessons Written 
for the Traffic Woild by Grover G. Huebner, Ph.D., Assistant Professor of 
Transportation and Commerce, University of Pennsylvania, and 


Published Bi-weekly—(Copyrighted) 


With a view to expediting the filing and settlement of 
freight claims, the railroads, with the approval of the 
Interstate Commerce Commission, the National Industrial 
Traffic League, and the Freight Claim Association of the 
carriers, have endeavored to standardize the forms used 
in presenting loss, damage and overcharge claims. 

The standard form recommended for the presentation 
of loss and damage claims (for sale by the Traffic Service 
Bureau) contains spaces for a detailed statement as to 
the name and address of claimant, consignor, consignee 
and carrier; amount of claim; description of shipments; 
point of shipment and destination; routing; dates of claim 
and -bill of lading; by whom bill of lading was issued; 
number of paid freight bill; original car number and 

















initial; and reconsignment instructions, if any. It alse 
provides space for an itemized statement of how the 
amount of the claim is determined; and by providing space 
for listing the documents attached to the claim blank it 
calls the attention of the claimant to the supporting papers 
desired. The back of the form contains a statement ad 
dressed to claimants of important points of law and rec 
ommended practice concerning loss and damage claims. 

The standard form for presenting overcharge claims 
(also for sale by the Traffic Service Bureau) is similar, but 
differs in certain respects. To identify it readily it 
printed on yellow paper instead of on the salmon paper 
used in the standard form for loss and damage clails: 
It contains a space in which the nature of the overcharge 
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may be stated, and the space set aside for determination 
of the amount claimed naturally differs somewhat from 
the corresponding space in the form for loss and damage 
daims. The list of supporting documents also differs in 
some respects. 

In filing a claim for loss of freight it is advisable to 
fle with it the following documents: 

(1) The original bill of lading, if not previously sur- 
rendered to the carrier; or, in case the claimant is unable 
to do this, a bond of indemnity. 

(2) The original paid freight bill. 

(3) The original invoice or a certified copy. 

(4) An affidavit of non-delivery of freight is not so 
essential as the preceding document, but may be filed to 
obviate delays caused by the incompleteness of delivering 
agents’ records. In the case of a partial-loss claim it is 
desirable to obtain a notation of loss on the freight bill 
stating the amounts missing on delivery, although the 
absence of such notation is not conclusive that the claim 
is worthless. If a claim involves a concealed loss, affi- 
davits of the shipper, consignee, draymen and all parties 
handling the shipment while out of the possession of the 
carrier are desirable. In case of such a loss, moreover, 
the carriers now usually ask the claimant to fill out a 
special “concealed loss blank” containing fourteen specific 
inquiries. 

In case of loss due to leakage of grain or liquids it 
is desirable—in some states it is, in fact, legally required 
—that the claim be further supported by market or sales 
rights; affidavits of loading and unloading weight or 
weighmasters’ or gaugers’ certificates. 

The supporting documents filed with a damage claim 
are the usual papers listed above, but, in addition, affi- 
davits from the shipper and consignee stating the con- 
dition of the freight upon shipment and delivery may 
also be filed to expedite settlement. In case of concealed 
loss the claimant is usually asked to answer the eleven 
inquiries contained in a special “concealed damage blank.” 

Claims for damage due to unreasonable delay should, 
in addition to the usual documents, be supported by mar- 
ket reports showing prices ruling on the day when the 
grain, fruit, produce, live stock or other freight should 
have arrived, and a sales report or account showing the 
price received for the delayed freight. In case of claims 
due to delay the shipper at the time the shipping contract 
was made should have notified the carrier that delay in 
delivery will, because of changing market prices or other 
Teason, incur special damage. 


In presenting an overcharge claim the claimant should 
attach the following documents: 

(1) The original paid freight bili. 

(2) The original invoice, or a certified copy, when the 
claim is based on weight or valuation, or when shipment 
has been improperly described. 


(3) The original bill of lading, if not previously sur- 
rendered to the carrier, when shipment was prepaid, or 
when the claim is based on misrouting or valuation; or 
if the bill of lading is missing, a bond of indemnity. 

(4) A weight certificate or certified statement when the 
claim is based on weight; and if the claim is for over- 
charge on shipments of lumber, the claim should be sup- 
ported by a statement of feet, dimensions, kind of lumber 
and length of time on stocks before being shipped. 

(5) Citation to the tariff authority if the claim is based 
On an error in freight or classification; and, if based on 
tates quoted in letters from traffic officials, the originals 
or copies of such letters. 
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An overcharge may come about in many different ways. 
It may be the result of a simple error in classification 
or in quoting a rate; misrouting or valuation; use of 
wrong tariff; improper description or billing, such as fail- 
ure to bill different articles or parts separate, erroneous 
billing of damaged parts, returned freight or empty con- 
tainers; error in weights; the use of a car with minimum 
capacity exceeding that of the car called for; or failure 
to apply dunnage rules, mixed carload rules, the rule pre- 
venting a higher total charge for L. C. L. than for C. L. 
shipment, or other rules contained in the carriers’ classi- 
fications and tariffs. The claimant should make it clear 
just how the overcharge resulted. 


A Railroad Freight Claim Department. 

The freight claim department of a railroad is variously 
located in the freight traffic, accounting, or legal depart- 
ments, but every large railroad has somewhere in the 
business organization a distinct bureau or department to 
handle such claims. Overcharge claims and freight loss 
and damage claims are, in some instances, handled by 
different departments. 


The freight claim department is in charge of a freight . 


claim agent: Under him there usually is the following 
organization: (1) A chief clerk; (2) over, loss and dam- 
age investigators to examine seal records, seek invalidities 
and personally investigate loss and damage claims; special 
agents to check the over, short and damage reports re- 
ceived from the freight agents; overcharge investigators 
and rate clerks to: investigate and check overcharge 
claims; a tracing department to locate lost freight; a 
voucher department under a voucher clerk to prepare 
vouchers in favor of claims; and an unclaimed freight 
department to handle the disposition of unclaimed freight 
by direct or auction sales after a stated time has expired. 

The freight agents, although employed in the operating 
department, also constitute part of the freight claim or- 
ganization. When upon arrival a car contains more freight 
than is listed in the waybill the receiving agent makes 
out an “over report” which identifies the waybill, car, 
train, seal record and train conductor, and contains two 
series of inquiries to be answered respectively by the 
forwarding and delivering agent. Should a car arrive 
with less freight than is billed, the receiving agent simi- 
larly makes out a “short report;” and when freight ar- 
rives in a damaged condition he makes out a “damaged” 
or “bad order” report. These reports are handled vari- 
ously on different lines, but in all cases they constitute 
a part of the evidence used by the freight claim depart- 
ment in adjusting freight claims. The freight agents also 
send out “tracers” to locate short freight and to fix re- 
sponsibility for damaged freight. They send “refused” 
or “overclaimed” freight reports to the freight claim agent, 
and they forward to him the claim blanks which they re- 
ceive from claimants with all documents attached. In 
case of concealed loss or damage claims the agents are 
usually obliged to send in special reports which have 
been standardized by the Freight Claim Association. 

Should the freight claim agent refuse to settle a claim 
and its claimant then decide to bring suit against the 
railroad company, the case is turned over to the legal de- 
partment. The freight claim department co-operates by 
submitting facts upon which the company’s attorneys will 
base their defense. 

The settlement of claims may at times be delayed un- 
reasonably, but claimants usually wait a reasonable period 
of time before bringing suit, because the freight claim 
department is by law required to investigate the facts 
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upon which a,claim rests before issuing a voucher. Sec- 
tion 10 of the interstate commerce act provides as follows: 

Any common carrier subject to the provisions of this act, or, 
whenever such common carrier is a corporation, any officer or 
agent thereof, or any person acting for or employed by such 
corporation, who, by means of false billing, false classification, 
false weighing, or false report of weight, or by any other 
device or means, shall knowingly and willfully assist, or shall 
willingly suffer or permit, any person or persons to obtain 
transportation for property at less than the regular rates then 
established and in force on the line of transportation of such 
common carrier, shall be deemed guilty of a misdemeanor, and 
shall, upon conviction thereof in any court of the United 
States of competent jurisdiction within the district in which 
such offense was committed, be subject to a fine of not exceed- 
ing five thousand dollars, or imprisonment in the penitentiary 
for a term of not exceeding two years, or both, in the discretion 
of the court, for each offense. 

In a clause directed against shippers and_consignees 
this section contains a similar provision specifically men- 
tioning claims. The carriers are, moreover, obliged by 
law to keep their accounts according to the uniform meth- 
ods prescribed by the Interstate Commerce Commission, 
and their accounts are open to examination by the Com- 
mission’s investigators. The Commission has, in fact, spe- 
cifically ruled that “it is not the proper practice for rail- 
road companies to adjust claims immediately on presenta- 
tion and without investigation. The fact that shippers 
may give bond to secure repayment in case, upon examina- 
tion, the claims prove to have been improperly adjusted, 


does not justify the practice.” 
Interline Claim Settlement. 


When a freight claim concerning interline freight is 
settled by one or another of the various lines handling 
the shipment, the claimant’s interest in the claim ends, 
but it may still be necessary for the lines to adjust the 
amount paid among each other. Such interline settle- 
ments may be included in traffic or operating agreements 
existing between the carriers concerned, but are usually 
adjusted in accordance with the rules and rulings of the 
Freight Claim Association, the latest issue of which is 
dated September, 1917. 

The constitution of the association states its purpose 
to be “the prompt and lawful settlement of freight claims 
with claimants and between carriers; also the study of 
claim causes and the application of preventive measures.” 
The association has adopted a detailed code of 268 rules 
for adjusting claims between carriers subscribing to them. 
These rules define the terms used in claim adjustments; 
and they recommend the standard forms of presentation 
mentioned earlier in this lesson, the documents that should 
be attached, the procedure of the carriers in investigating 
and settling claims, in sealing cars, taking seal records, 
inspecting equipment, loading and delivering freight with- 
out check, recording and reporting exceptions developed 
by checking, reportig refused and unclaimed freight, han- 
dling astray freight, apportioning claims involving both 
loss and damage, investigating and apportioning claims 
for loss of coal and coke, and apportioning loss, damage 
and overcharge claims. 

The latter rules are too lengthy to describe in full, but 
a few examples may be given to show how each particular 
kind of freight is apportioned in accordance with definite 
rules. The claim apportionment rules applicable to “un- 
located losses” are as follows: 

131. Concealed loss (5j) exceeding fifty dollars, shall be pro- 
rated on revenue from initial point to destination; provided the 
investigation discloses a lawful basis for payment by demon- 
strating as provided in Ruling R18 that the loss did not occur 
prior to the delivery to, or after delivery by carrier. 

132. Loss by leakage of grain or grain products in bulk due 
only to defect in car, which from its nature existed at the time 
of loading or developed during transportation of shipment and 
was not detected in the ordinary inspection at loading or junc- 


tion point, shall be prorated on revenue by all interested car- 
riers, irrespective of seal record. In case of loss between initial 
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point and transit point or between transit point and destination, 
where the revenue of line or lines handling in or out of trangit 
point is not shown, the earnings for the haul shall be ascep. 
tained by prorating its total earnings on mileage basis. (This 
will apply regardless of Rule 110.) 


133. Loss of freight transported in open cars which from its 
nature indicates negligence, and which is not otherwise locateg 
and loss from cars which cannot be sealed (Rule 50) shall be 
prorated on revenue from point at which loaded or last checkeg 
in full, to point where loss is discovered. Provided that if any 
carrier enroute properly seals a car which under Rule 50 jg 
defined as unsealable, and no imperfection in seal or seal recorg 
subsequently develops, loss shall prorate up to the point at 
which seals were applied. 


Should imperfect seal or seal records develop subsequently, 
the loss shall prorate from point at which loaded or last checkeg 
in full up to point at which such defect is detected, except that 
if car was properly sealed during the entire time it was in pos. 
session of any carrier or carriers, they shall be exempt from 
participation. This rule will apply regardless of the amount 
of claim, or the provisions of Rule 110; subject, however, to 
minimum debit Rule 258. 


134. Loss of an entire package from car under seals of station 
where freight was last checked in full, shall be charged, when 
two or more carriers are involved and the loss is not between 
depots, to loading carrier 30 per cent, unloading carrier 20 per 
cent, and the remaining 50 per cent prorated on revenue from 
point where freight was last checked in full to point where logs 
was discovered. This rule does not apply to claim for an amount 
proratable under Rule 110. (See Rule 136.) 


135. Loss from a package under seals of station where freight 
was last checked shall be charged, when two or more carriers 
are involved and loss is not between depots, to loading carrier 
25 per cent, unloading carrier 25 per cent, and the remaining 
50 per cent prorated on revenue from point where last checked 
to point where loss was discovered. This rules does not apply 
re for an amount proratable under Rule 110. (See Rule 


133. Rules 134 and 135 will apply only when the loading seals 
(5h) are intact at time of unloading, and when delivering car- 
rier furnishes receiving carrier waybill or transfer by which to 
make check and shortage is duly reported. 

137. Unlocated loss under continuous seals (5i) not specifically 
provided for in Rules 131 to 136, shall be prorated on revenue 
from point where freight was last checked in full and in good 
order to point where loss was discovered. In case last checked 
in full and good order at an intermediate point, the earnings of 
line on which intermediate point is located should be ascertained 
by prorating its total revenue on mileage basis. This rule does 
not apply to claim for an amount proratable under Rule 110. 

145. Terminal charges other than switching should not be 
considered in prorating claims for loss on the basis of revenue, 

146. When freight checks short at junction point, intermedi- 
ate point or destination (5p, r and s), the carrier delivering the 
waybill on which freight is short shall, on demand, refund the 
full amount of revenue that accrued up to junction point if 
freight does not reach destination within sixty days via line 
holding revenue waybill. No investigation further than the 
development of the above record shall be necessary. In case 
of unlocated shortage or shortage between depots charges shall 
be settled in accordance with the rules applicable to claim for 
loss of the freight. This is to apply to either junction or audit 
office settlements and on all unsettled claims (5bb); subject, 
however, to a minimum charge of twenty-five cents. When 
two or more carriers’are involved, the principle of distribution 
outlined in Rule 259 shall govern. 

When both the original waybill and the shipment are short at 
destination (the destination carrier having reported the way- 
bill as result of tracing by the billing carrier) and the shipment 
fails to reach destination within sixty days, no further nvesti- 
gation is necessary, but destination carrier may arbitrarily 
charge its next connection the total amount of charges up to 
junction point, as provided in first paragraph of this rule, and 
each intermediate carrier may charge its next connection in 4 
like manner. 

It is understood that this rule will not apply on freight which 
has reached destination astray over another line and which, 
under the recommendation of the Accounting Officers’ Associa- 
tion, should be delivered without charge by such line to fill the 
shortage of the carrier holding the revenue billing. (See recom- 
mendation of Accounting Officers on page 142.) 

147. When the amount of claims is proratable on revenue and 
the freight on which claim is based is for any reason handled 
over any portion of the line without assessment of revenue, the 
regular tariff revenue that would otherwise have been assessed 
on a shipment of similar freight shall be used in prorating, 
subject to minimum of 10 per cent of the claim. To apply on 
unsettled claims (5bb.) 


Should disputes arise among the carriers concerning 
freight claims they may be submitted to arbitration. Seven 
arbitration committees of three members each and al 
appeal committee of five are provided by the association. 


Freight Claim Prevention. 


The huge bill annually collected for loss and damage 
of freight has induced both shippers and carriers to seek 
measures for reducing such losses. Needless loss and 
damage claims are doubly serious under war conditions 
when it is at best difficult to move the freight that 
urgently requires delivery. Although all loss or damage 
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js not avoidable, substantial results may be obtained by 
co-operation of shippers and carriers in the following re- 
gpects: 

(1) Use of substantial containers.—Care should be taken 
to ship package freight in containers that are sufficiently 
strong to withstand transportation. While the strain on 
freight containers due to jolting has increased with the 
necessary introduction of heavier cars and train loads, 
the use of the air brake and the practice of coupling by 
jmpact, there has been a tendency to reduce rather than 
to increase the strength of packing cases. Doubtless much 
loss and damage, due to pilfering, to crushed containers 
and hurried or careless loading, and much “unlocated” 
and “concealed” loss and damage could be avoided if 
substantial containers were invariably used. 

(2) Careful handling and loading.—Results could also 
be obtained by more careful handling of freight by rail- 
pad, freight and transfer agents and also by shippers 
who load freight into cars. Many claims are due to the 
loading of heavy freight on or against more fragile arti- 
des, the placing of leaking and otherwise defective pack- 
ages where they come into contact with dry merchandise, 
and the loading of cars so their contents are likely to 
shift. There is obviously a relation, however, between 
defective loading and handling of freight and the manner 
in which freight is packed for shipment. 

(3) Careful billing—The use of the typewriter and the 
careful supplying of routing instructions, accurate de- 


THE TRAFFIC. WORLD 





1379 


scription of freight and all needed billing instructions 
tend to reduce loss of freight as well as overcharges. 

(4) Careful marking of packages is similarly a means 
of reducing the number of loss claims. 

(5) Perishables should be properly prepared for ship- 
ment. -In long-distance fresh fruit shipments, precooling 
has shown good results and undue deterioration en route 
is sometimes the result of carelessness in picking fruit. 
The necessity of an efficient refrigeration service en route 
is evident when perishables are shipped in refrigration 
cars. 

(6) Efficient tracing.—Tracers should not be sent out 
until a reasonable period after shipment has expired and 
should contain all items that will increase their effective- 
ness. The indiscriminate sending of tracers probably 
does more harm than good. 

Overcharge claims likewise are avoidable in a large 
measure, although not entirely, by care on the part of 
shippers and freight agents. The traffic manager of a 
large western shipper states that in his particular ex- 
perience “at least one-third of the overcharges are the 
fault of the shippers, one-third the fault of agents and 
bill clerks and the other third unavoidable.” Much can 
be accomplished by accurate description of freight and 
clear billing instructions. Simple errors in rates and clas- 
sification, moreover, may frequently be adjusted directly 
with the freight agent without the need of filing formal 
overcharge claims. 


New Devices, Suggestions, and Methods for Increasing Efficiency 
in Freight Handling and Other Branches of Traffic Work 


RETURN LOAD BUREAUS 


(By the National Automobile Chamber of Commerce.) 

“Return Load” bureaus have been established in thirty- 
two cities to assist shippers who have difficulties and 
delays in shipping by rail because of freight and express 
embargoes and shortage of freight cars. A list of these 
bureaus is appended. Efforts are being made by the High- 
ways Transport Committee of the Council of National De- 
fense in Washington, which initiated this movement in the 
United States, to secure establishment of additional 
bureaus throughout the territory north of the Potomac 
and Ohio rivers and east of the Mississippi, where trans- 
Portation conditions and freight congestion are most seri- 
ous, 

The function of these bureaus is to put shippers in 
touch with truck operators who can render service in 
intercity hauling. They maintain card index lists of such 
operators in their cities, the routes they cover, frequency 
of trips, size of trucks owned, and similar information. 
They also list merchants and manufacturers who have 
g00ds to ship. Through reciprocal arrangements, they 
interchange information by telephone or telegraph with 
bureaus in other cities. 

Thus, a merchant in New York City, wishing to ship 
a five-ton load to Hartford, Philadelphia or any other city 
Where there is a return loads bureau, will, upon calling 
up the Merchants’ Association in New York (telephone 
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Barclay 7660) be given advance information of any truck 
coming from such city with a load and desiring a return 
load. When the truck arrives and the driver reports to 
the Association, he will be given the name and address 
of the shipper. It is left to the operator and shipper to 
arrange terms and conditions for the service that will 
be mutually satisfactory. The service of the bureau is 
gratuitous. 

Shippers are urged to make use of the bureaus, notify- 
ing them well in advance of any shipments it is desired 
to make, whether they are regular daily or weekly ship- 
ments or only emergency shipments. Thereby they will 
render a patriotic service by helping to relieve railroad 
congestion and at the same time secure prompt delivery 
of their shipments. 


Truck owners have responded quickly to the invitation 
to list their trucks and are eager to secure loads for 
return trips. 

If shippers will take similar advantage of the opportunity 
now offered for the first time, both parties will benefit. 
When a full load is hauled in both directions, the cost 
per ton of haulage is cut nearly in half and the rate charged 
the shipper will be much less than where a load is hauled 
only one way. 

Other advantages are that a shipment up to 100 miles 
can reach destination in twelve hours, or over night; 
that it can be loaded at the door of the shipper and 
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delivered at the door of the consignee, avoiding local 
draying at both ends; that with many kinds of goods no 
crating is necessary and that loss and breakage are avoided. 
Goods in transit can be insured through the insurance 
companies. 

Rates charged for motor truck haulage are about the same 
as regular express rates. Liberal use of the return load 
bureaus will bring about material reductions. 

Shipments need not be confined to short distances. 
Through shipments can be made from Boston to Philadel- 
phia, Baltimore and Washington, as a Boston-New York 
trucking company has arranged with a New York-Philadel- 
phia company to interchange goods in New York. Similar 
arrangements can be made for shipments between Roches- 
ter, Syracuse, Cleveland, Toledo and Detroit. 

Long-distance motor haulage is an established business. 
There are said to be about 150 large trucks in service 
between New York and Philadelphia alone. One com- 
pany has a fleet of more than thirty five-ton trucks in this 
service. In Connecticut trucks are operated over fifty 
regular routes, and in Maryland there are twenty-two 
motor express lines operated on daily schedules over 
regular routes. 

These companies have many times come to the aid of 
manufacturers and merchants in Connecticut and Philadel- 
phia who had to get export shipments off by boat from 
New York within twenty-four hours or to deliver a load 
of goods at a distance within a few hours and could not 
do so by rail. 

Many shippers who have reluctantly consented to try 
a shipment by motor truck as a last resort now regularly 
make shipments that way and are well satisfied with 
the results. 


The list of bureaus already established for the benefit 
of shippers and truck owners and to insure the greatest 
efficiency of transportation by highway, is as follows: 


City. 
Connecticut— 
Bridgeport 

Bristol 


Location and Telephone Number. 


Chamber of Commerce—Noble 250 

Chamber of Commerce—100 

War Bureau or Chamber of Commerce 

1308 or ‘‘Return Load’’ 

War Bureau 

Chamber of Commerce 

Charter 1856 or ‘‘Reurn Load” 

War Bureau—489 or ‘‘Return Load” 

Chamber of Commerce—242 or ‘‘Return Load” 
War Bureau—1245 or ‘“‘Return Load” 
..Chamber of Commerce—1533 or ‘“‘Return Load’”’ 
War Bureau 


Greenwich 
Hartford 


Manchester 
Meriden 


New Britain 
New Haven 
“Return Load” 

War Bureau—69 or ‘“‘Return Load” 

Chamber of Commerce—1747 or ‘“‘Return Load” 


Norwalk 
Norwich 
Stamford 
Waterbury 
Michigan— 
Detroit Board of Commerce 
Asbury Park 
Carney 
Dover 
Garfield 


Millville 
Montclair 
New Brunswick 
Newark 
Trenton 
New York State— 
Buffalo Chamber of Commerce 
New York City..Merchants’ Association, Woolworth Building 
7650 Barclay 
Chamber of Commerce 


Board of Commissioners—2100 

State Council of Defense 

Chamber of Commerce 

Police Station 

Chamber of Commerce, 1110 Montgomery 
Maurice River Transportation Co—225 
Police Department 

Home Defense League—1784 

Motor Truck Club of N. J.—7945 Market 
Chamber of Commerce—2128 


Syracuse 
Ohio— 
Cleveland 
Pennsylvania— 
Philadelphia 
Rhode Island— 
Providence 


Chamber of Commerce 
Chamber of Commerce 


Chamber of Commerce 


COMMISSION ORDER. 


The Commission has denied rehearing in case 9411, 
Western Pine Manufacturers’ Association et al. vs. C., I. 
& W. R. R. Co. et al. 


THE TRAFFIC WORLD 


Vol. XXI, No. 9 


BUY CONTAINERS NOW 


The Trafic World Washington Bureay, 

The Department of Agriculture issues the following: 

Shippers of perishables and manufacturers of containers 
should act immediately to prevent food losses this season 
by providing crates, barrels, hampers and baskets for per. 
ishable products in time for the shipping season, the United 
States Department of Agriculture advises. 

Manufacturers will be greatly aided if shippers and groy. 
ers will order now instead of waiting until the shipping 
season begins in their locality. This will prevent plants 
shutting down and help to utilize every facility and 
worker of the manufacturer. 

The threatened shortage of containers is general, both 
in territory and in types of packages. Bear in mind, says 
the department, that perishable fruits and vegetables mar 
keted in containers are, to a large degree, substituted for 
the staple foods now being sent to feed our soldiers and 
the people of the allies. Perishables wasted here lessen 
th supply “over there.” 


LOSS AND DAMAGE REDUCTION 


The assistance and co-operation of all employes in reduc 
ing the amount of freight lost, damaged or going astray 
are urged in a general notice issued by J. F. Deasy, newly 
appointed superintendent of stations and transfers of the 
Pennsylvania Railroad, lines east. The waste on the Penn 
sylvania Railroad through loss and damage to freight 
amounts. to approximately $3,000,000 annually, and has 
been rapidly growing. The notice is as follows: 

“One of the foremost problems demanding attention and 
solution is the question of the prevention of loss and dam- 
age to freight shipments. 

“Claim disbursements for loss and damage represent a 
waste of labor and money, which cannot be defended, espe- 
cially now, when we are at war. 

“The causes for claims are numerous and in most all 
instances represent deficiencies of both the railroad and 
the shippers. 

“The co-operation of employes in all branches of the 
service is invited to assist in the elimination of loss and 
damage claims by offering any practical suggestions that 
may come to them from time to time as to how the claims 
for loss and damage to freight shipments can be reduced. 
The suggestions should deal with the character of the 
package used, marking, etc., and, in fact, should cover any 
phase of transportation that is thought would tend to get 
the freight through to destination in a proper manner.’ 


FLOUR LOADING 


R. H. Aishton, B. F. Bush anr Hale Holden, Regional 
Directors, have sent to northwestern, southwestern and 
central western roads the following: 

As an illustration of what can be done in connection with 
the intensive loading of flour, we are this morning 12 
receipt of report from one of the larger flour mills that 
during the month of May they loaded their shipments 
above marked capacity, as follows: 


Marked 
Capacity 


Percentage Over 
Marked Capacity. 


Pounds 
Loaded. 


Number 
of Cars. 


38 2,910,000 3,228,986 10.96 


The above shows what can be accomplished in this 
direction. Will you, therefore, please issue instructions 
that close attention be given to this program of intensive 
flour loading. 


CHANGE IN DOCKET. 

The Commission has canceled the argument set for Wash- 
ington, D. C., June 20 and 21, in Valuation Docket No. 4 
in the matter of the valuation of the property of the & 
C. S. Ry. Co. et al. 









I, No. 3 


nm Bureay, 
ring: 

mMtainers 
S Season 


for per. 
e United 







nd grow. 
Shipping 
it plants 
lity and 









‘al, both 
hd, says 
les mar 
uted for 
ers and 
2 lessen 













ON 


n reduc. 
; astray 
, newly 
; of the 
e Penn 
freight 
nd has 













ion and 
id dam- 







2sent a 
1, espe- 








ost all 
ad and 






of the 
ss and 
is that 
claims 
duced. 
of the 
er any 
to get 
er.” 















gional 
n and 







1 with 
ng in 
; that 
ments 







» Over 
acity. 


———— 







this 
tions 
nsive 








Vash- 
10. 4, 
e K 














| Personal Notes 


June 22, 1918 











J. J. Monks, who was recently elected president of the 

Traffic Club of Pittsburgh, was born Dec. 19, 1873, at 
Brighton, N. Y. For the 
last twenty-three years 
he has been continuously 
employed by New York 
Central interests, having 
entered the service of 
the Blue and Canada 
Southern Lines at Roch- 
ester, N. Y., in 1895. In 
May, 1897, he was trans- 
ferred to the general 
freight office of the Mich- 
-igan Central Railroad at 
“Detroit, Mich. Novem- 
ber, 1898, he was ap- 
pointed contracting 
freight agent for the 
Blue and Canada South- 
em Lines at Chicago. April, 1900, he was made traveling 
freight agent at Chicago for the North Shore Dispatch. 
April, 1904, he was appointed commercial agent for the 
New York Central Lines at Omaha, Neb. November, 1914, 
he was made general agent of the New York Central 
Railroad at Pittsburgh, and in May, 1918, he was made 
general agent of the Pittsburgh & Lake Erie Railroad 
at Pittsburgh. 








J. C. Kimes, division freight agent of the Baltimore & 
Ohio Railroad at Pittsburgh, Pa., has resigned to accept 
the position of traffic 
Manager of the United 
States Steel Corporation, 
ordnance department, 
effective June 17. Mr. 
Kimes has been in the 
Baltimore & Ohio serv- 
ice for about twenty 
years as yard clerk, sta- 
tion agent, soliciting 
fraght agent, commer- 
cial freight agent and 
division freight agent. 
In his new position he 
will have charge of the 
material to move in con- 
nection with the con- 
struction of the ordnance 
plant on Neville Island in the Ohio River near Pittsburgh, 
which, when completed, will be the biggest plant of its 
kind in the world. 








G. W. Feakins has resigned as assistant to the president 
of the El Paso & Southwestern System, New York, to take 
the position of traffic manager of the Phelps Dodge Cor- 
poration, New York. F. W. Pullen, formerly general agent, 
Hl Paso & Southwestern System, Chicago, has been ap- 
pointed traffic agent, Phelps Dodge Corporation, New York, 
with headquarters at Chicago. 

George F. Hill, formerly traveling freight agent of the 
Erie Railroad Company, under the jurisdiction of the New 
England Agency, has accepted a position in the traffic de- 
Partment of the Norton Company, Worcester, Mass., where 
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he will use his railroad knowledge in helping Traffic Man- 
ager Curtis expedite the movement of cars from the com- 
pany’s plant at Bauxite, Ark. Mr. Hill had been with the 
Erie Railroad Company since 1910. 

The Wheeling & Lake Erie Railway Company announces 
that W. B. Johnson is appointed auditor of revenue. 

Erasmus M. Howard, claim agent of the Chicago and 
Logansport division of the Pennsylvania Lines, has been 
placed on the retired list after serving the Pennsylvania 
for one month less than fifty years. 

F. J. Parker has been appointed assistant general freight 
agent of the Michigan Central in Chicago, succeeding Frank 
B. Rowley, who resigned to engage in other business. 

Hugh Miller, formerly commercial agent of the Delaware, 
Lackawanna & Western Railroad Company at New Haven, 
Conn., has been appointed district traffic manager of the 
United States Rubber Company System at Boston, Mass. 

J. A. Williams, formerly freight loss and damage agent 
of the Big Four Railway at Indianapolis, has been ap- 
pointed executive secretary of the Chamber of Commerce 
of Marion, Ohio. 


Frank H. Baer, the 
new traffic commissioner 
of the Cleveland Cham- 
ber of Commerce, was 
born in Cleveland and 
has always lived there. 
He has had twenty-eight 
years of continuous serv- 
ice with the Nickel Plate 
road, all connected in the 
freight department and 
all at Cleveland. The 
experience included po- 
sitions as chief clerk to 
the commercial agent, 
contracting agent, chief 
contracting agent and 
commercial agent, the 
latter since Aug. 1, 1903, until he took his present position, 
succeeding D. F. Hurd. 








T. F. Hartnett, formerly general western freight agent 
for the Big Four Railway at San Francisco, has been trans- 
ferred to Cleveland, because of the closing of the western 
agency. 

W. S. Turner, commercial agent of the Toledo, St. Louis 
& Western Railroad Company, Little Rock, Ark., has been 
elected secretary of the Arkansas Cotton Trade Associa- 
tion, Little Rock. Mr. Turner, who has the reputation of 
being an expert on lumber and cotton rates, had been the 
commercial agent of the Toledo, St. Louis & Western Rail- 
road since April 15, 1911. 

A. C. Hedlund, formerly foreign freight agent of the 
Southern Pacific Company, has connected himself with the 
Trans Oceanic Company as contracting agent at Chicago. 
He is well known among Illinois shippers, having handled 
the export business of the Southern Pacific Company for 
the last five years. He was with W. G. Niemeyer, late 
general agent of the Southern Pacific Company in Chicago 
for fifteen years. He entered the service of the Southern 
Pacific in 1903 as office boy and worked up through the 
office to the position he held at the time the Railroad Ad- 
ministration took over the railroads and closed the off-line 
offices. 

As a result of the recent government order closing “off- 
line” offices, the following changes have taken place in the 
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Chicago & North Western Ry: H. B. Loucks, Jr., general 
agent at Buffalo, N. Y., has been appointed traffic agent at 
Antigo, Wis.; B. H. Bennett, general agent at Toronto, 
Ont., has been made traffic agent at Eagle Grove, Iowa; 
W. L. Standdard, general agent at Detroit, Mich., has been 
appointed traffic agent at Fond du Lac, Wis.; John Mellen, 
general agent at Indianapolis, Ind., has been transferred to 
Huron, S. D., as traffic agent; and C. A. Thurston, general 
agent at Los Angeles, Cal., has been appointed traffic agent 
at Mason City, Iowa. 

F. M. Whitaker has been appointed traffic manager of 
the Chesapeake & Ohio Railway, with headquarters at Rich- 
mond, Va. 

George W. Stevens, federal manager of the Chesapeake & 
Ohio Railway, has made the following appointments: E. D. 
Hotchkiss, freight traffic manager; A. P. Gilbert, general 
freight agent; Wm. Fitzgerald, assistant general freight 
agent, with headquarters at Richmond, Va.; W. O. Sydnor, 
assistant general freight agent, with headquarters at Hunt- 
ington, W. Va., and R. H. Vaughan, assistant general 
freight agent, with headquarters at Cincinnati, Ohio. 

James B. Wright, district attorney of the Louisville & 
Nashville at Knoxville, Tenn., has been appointed an as- 
sistant in the legal department of the Railroad Adminis- 
tration at Washington, D. C. 


DOINGS OF THE TRAFFIC CLUBS 


The Transportation Club of Louisville will have its an- 
nual outing Saturday, June 29. 





The Transportation Club of Detroit will have its annual 
outing at Tashmoo Park Friday, June 28. 





The Traffic Club of Chicago at luncheon, June 25, will 
hear an address by R. E. Durham, fuel administrator for 
Cook County, on “Coal as a most important factor in win- 
ning the war, and one of the main fabrics in modern 
civilization.” 


THE RAILWAY ‘'PROBLEM 


(From an address by W. M. Hopkins, of Chicago, before the 
National Veneer and Panel Manufacturers’ Association, June 


The first consideration in the heart of every American 
is to stand by the government and win the war. We must 
all willingly suffer inconvenience and loss for this end. 
But the burden should be, so far as possible, equitably 
distributed. It is no time for profiteering by individuals 
or railroads, and we must not permit ourselves to be mis- 
led into accepting unjust and unreasonable rates and con- 
ditions upon the plea that they are necessary to attain 
the end we all have at heart unless such be the fact. 
We should ask for a fair and full investigation as to 
whether this tremendous increase in railroad revenues 
is necessary to meet governmental requirements and 
whether there has been an equitable distribution of this 
transportation tax. We accept as a probable fact the 
necessity of arbitrarily putting into effect this great ad- 
vance in rates without giving the shippers a chance to 
be heard, but surely we will not be thought to be un- 
patriotic if we suggest that the owners of railroad prop- 
erty should do their bit in common with the owners of 
other property. Indeed, the act of March 21, 1918, spe- 
cifically provides that the Interstate Commerce Commis- 
sion has the power of final determination of the reason- 
ableness of all rates, rules and regulations. 

As the law now stands, the railroads will be returned 
to private ownership twenty-one months after the war. 
It is the duty of the government to see that facilities 
ample and adequate to efficiently transport the commerce 
of the country are furnished. Its policy ought to be and 
undoubtedly will be a constructive one. Greater progress 
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will have been made toward efficient transportation dup 
ing the period of government operation of railways thay 
has been made by the railways themselves in the lag 
fifty years. In the last analysis the business of the cou, 
try controls the policy of the government. It is for yoy 
to say what that policy shall be in respect to the railroads, 
Do you want government ownership? Many ‘serious ob 
jections are urged against it, the most serious being pep 
haps our form of government itself. Government owner. 
ship creates two million additional government employes, 
It throws our transportation system into politics. The 
biggest shippers with the most political pull are going 
to get the best in rates and service. Every congressman 
will work to secure an advantage for his particular dis. 
trict and we will have the same spectacle in our railway 
appropriations as attend our rivers and harbors bill. More 
over, there must be a certain elasticity in rates, because 
established commercial conditions are one of the factors 
that enter into rate-making. It would not do to apply the 
postage stamp system of rate-making or the mileage 
system of rate-making in this country. For illustra 
tion: It would not be fair to apply generally 
throughout the country to the transportation of lumber 
a low water-compelled rate in certain sections or some 
rate per ton-mile as applies from Pacific coast terminals, 
So many other illustrations might be cited to show the 
impracticability of the application of a distance scale ap- 
plied throughout the country. Under governmental owner. 
ship and administration there is no such thing as elastic. 
ity. The result would be that our rate structure would be 
thrown into politics and Congress would be in a continuous 
wrangle over rates in different sections. The Prussian 
system of railway operations has been suggested as being 
a model for our adoption, but it must be borne in mind 
that Prussian railways under government regulation are 
operated wholly from a military standpoint, but even 
there the larger interests get preferential rates and serv- 
ices. Unless the law that now stands is changed, the 
railways in twenty-one months will be returned to private 
ownership. Under what conditions of regulation and con- 
trol shall they be operated? Shall the control be com- 
plete, covering all the activities of the railways, beginning 
with its financing and covering its physical operation, as 
well as control over its revenues and expenditures? That 
is for you and other business interests of the country 
to determine. The railroad problem is your problem, and 
properly so, because you pay the transportation tax and 
you furnish the revenues for the railways. The govern 
ment must stand back of the railways; they must be op: 
erated so as to return a reasonable profit upon the in 
vestment. If that be true, are you going to be satisfied 
with the present law that gives the government’s admin- 
istrative body, the Interstate Commerce Commission, 
jurisdiction over the revenues of the railroads only, with- 
out any voice as to the expenditures or the reasonable 
ness of service or the issuance of securities or other 
railway activities? You are furnishing the revenues— 
shall you not determine, through properly constituted au- 
thority, how the expenditures should be made? Do you 
want to continue to pay for all the mistakes of misman- 
agement and inefficient operation and financial pilfering? 
It is your problem. Transportation expense is just as 
much a part of the cost of doing business as the cost 
of your raw material or your labor or any other part of 
your business. True, you can in some instances pass the 
charges along—in some instances you cannot. The ac 
cumulation of the raw material is your own proper charge. 
The charge on the outbound shipment may or may not 
be passed along according to circumstances. Assuming 
that a car of lumber at the mill is worth $1,000 and your 
freight charge to a given point from one mill is $500 and 
from another mill $600, who pays the difference? You 
must equalize prices and the mill having the more distant 
location and the higher charge must equalize the freight 
rate by absorbing it, and so with the jobber, and what is 
true in the lumber industry is true in other lines of com- 
merce. Moreover, supposing you can pass these charges 
along, are you indifferent to the amount of your trans 
portation tax? Lumber rates have been advanced in the 
last five years approximately 40 per cent in certain sec 
tions, at least. It is now proposed to advance 25 per cent 
more—65 per cent in the last five or six years. Can this 
be continued indefinitely and the lumber mills survive? 15 
service of any value to you? Is not the territory in which 
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_ 8041—Bush Terminal R. R. Co. vs. N. 


june 22, 1918 





4 distribute frequently determined by your rates and 
service? It won’t do for the future, if you want efficient 
service or reasonable rates, to say, as you have in the 
past, “Let George do it.” It is not George’s problem. It 
js yours, and if it is to be solved in a way that will give 
the commerce of this country efficient transportation and 
reasonable rates and afford a reasonable return to the 
jpvestors in railway properties, you must say not only 
what you want done, but how it shall be done. 

Now get this viewpoint: Privately owned railroads, as 
transportation agencies, are trustees—your trustees—and 
it is up to you to say how this trust shall be admin- 
jstered, regulated and controlled. 

From past experience we have learned that unrestricted 
railroad operations under private ownership won’t do; 
that partial regulation and control is impracticable and 
wfair both to the public and the owners of railroad prop- 
erty. We attach no blame to any individual railroad owner 
or operator for past mismanagement; we do criticize the 
system or lack of an adequate system of control and reg- 
ulation that made so many abuses possible. 

We find that complete governmental control makes for 
operating unity and transportation efficiency. 
_Government ownership is impractical and vicious. 

The railroads should be returned to private ownership 
mder complete government control in all respects, to be 
carried out under and by a properly distributed admin- 
istrative body. 

Your transportation difficulties in the past and prosent, 
except for the exigencies of war, are of your own making 
—so will be the future. 

The railroads have only done the things they were per- 
mitted to do by the unorganized shipping public. What 
is everyone’s business is nobody’s business. 

If you want efficient transportation at reasonable rates 
for the future you must unite and work for it. 

The lumber industry of this country should form a 
single organization to deal with your railroad problem. 
The units of the organization should be the different ex- 
isting associations such as this, the local and sectional 
matters to be dealt with by these local associations, and 
your broad transportation needs common to all handled 
by the parent organization. Thus united and in conjunc- 
tion with other similar business organizations, you would 
say to Congress, “We do not want government ownership 
of railroads—we do want a complete and adequate con- 
trol and supervision over the railroads privately owned— 
we do want a properly constituted administrative body 
to exercise such complete control.” You will get results 
commensurate with the united intelligent effort put into 
the work. 

The solution of your railroad problem is up to you, and 
you can’t shift it to George. 


DOCKET OF THE COMMISSION 


Note.—items In the Docket marked with an asterisk (*) are 
new, having been added since the last Issue of The Traffic 
World. Cancellations and postponements announced too late to 
show the change In this Docket will be noted elsewhere. 

June 24—New York, N. Y.—Examiner Thurtell: 
. te c R.. RK. Cai. ot a. 
June 27—Argument at Washington, D. C., before Fifteenth Sec- 


tion Board: ‘- P 
* Fifteenth Section Application 6227, filed by Washington, Balti- 


more & Annapolis Ry. Co. 
July 3—Lincoln, Neb.—Examiner Abbott: 
10069—A. A. Tanner Co. et al. vs. C. B. & Q. R. R. Co. 
July 8—Chicago, Ill.—Examiner Abbott: ; 
9986—National Live Stock Shippers’ Protective League et al. 
vs. L. & N. R. R. Co. et al. J 
10110—New Orleans Joint Traffic Bureau et al. vs. Abilene & 
Southern et al. 
8078—Miller Bros. vs. St. L.-S. F. R. R. Co. et al. 
July 9—St. Louis, Mo.—Examiner Mackley: 
* 100897—St. Louis Chamber of Commerce vs. B. & O. R. R. Co. 





| Digest of New Complaints | 





No. 10197, Sub. No. 5. David L. Newill, receiver, Pittsburgh & 
Southwestern Coal Co., vs. Pittsburgh & West Virginia. 
Alleges unjust distribution of coal cars by Pittsburgh Ter- 
minal R. R. & Coal Co., so as to favor mines on its own rails 
and against mines on the West Side Belt, also owned by the 
saieputins company. Asks for reparation amounting to 


, 
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No. 10198. National Wholesale Lumber Dealers’ Assn., New 
York, for F. H. Doyle, vs. Louisiana & Northwest et al. 

Against combination rates on through shipments of oak lum- 
ber from Homer, La., to points in New York lighterage limits 
as unjust and unreasonable. Asks for the application of a 
published rate and reparation. 

No. 10199. Brock Candy Co., Chattanooga, Tenn., vs. Alabama 
Great Southern et al. 

Against the application of second class on sugar in jute bags 
from New Orleans to Chattanooga as illegal, unjust and un- 
reasonable because jute bags are a standard container. Asks 
for cease and desist order and reparation of $1,091 on three 
carloads. 

No. 10200. The Refinite Co., Omaha, vs. C. & N. W. 

Against a rate of 29c on crude clay, C. L., from Buffalo Gap, 
S. D., to Des Moines. Asks for a subsequently published rate 
of 22c and reparation. 

7 _ The Isaac Joseph Iron Co., Cincinnati, vs. A. G. S. 
et al. 

Against that portion of a rate of $8.775 per net ton from 
New Orleans to Richmond on scrap iron. Asks for the appli- 
— of a subsequently published rate of $4.50, and repara- 

ion. 


COMMISSION ORDERS. 

The Commission has dismissed case 9951, Pacific Coast 
Steel Co. vs. Great Northern Ry. Co. et al., on complafn- 
ant’s request. 

The Commission has dismissed on complainant’s re- 
quest case 9999, Savage Tire Co. vs. Erie R. R. Co., et al. 








WE LEASE TANK CARS 
ALL STREL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


Phone Canal 3400. 2500S. Robey St., Chicago, Ill. 


TRAFFIC ORGANIZATIONS 


THE NATIONAL INDUSTRIAL TRAFFIC LEAGUE.—Object: 
The object of this league is to interchange ideas concerning 
traffic matters, to co-operate with the Interstate Commerce 
Commission, state railroad commissions and transportation 
companies in promoting and securing better understanding by 
the public and the state and national governments of the needs 
of the traffic world; to secure proper legislation where deemed 
necessary, and the modification of present laws where consid- 
ered harmful to the free interchange of commerce; with the 
view to advance fair dealing and to promote, conserve and pro- 
tect the commercial and transportation interests. 

Headquarters—Tacoma Bldg., 5 North La Salle St., Chicago. 
ee ae ere UGeNaGnweebed hed begeeadaweue President 

Manager Traffic Department, Cincinnati Chamber of Com- 
merce and Merchants’ Exchange. 





We. Be hikes nse sccneecacdcesésuesansus Vice-President 
Manager Transportation Department, Boston Chamber of 
Commerce. 
CN Br seins acokpasansnacenne Secretary-Treasurer 
T. M. Crane Company, 836 South Michigan Avenue, Chi- 
cago, Ill. 
Tes Po, BE Geen ee ensneess éanpbonaees cae ....Assistant Secretary 


5 North La Salle Street, Chicago, IIl. 


MANUFACTURERS’ ASSOCIATION, In Charge of Traffic of 
Industries Located at Sterling and Rock Falls, Ill. 


A. N. Bradierd ....c0ccescccccsccccccccccvcccccsceseseee President 
ie) ls NE Sips nls 64am 54445558454 0RS Ss Soa Vice-President 
Wi, SEED ious ds bs 6b cdweesesecoasene Secretary-Treasurer 
Ae EE a eee epee teres Traffic Manager 


All correspondence relative to movement of traffic to or from 
Sterling and Rock Falls, Ill., should be addressed to the Traffie 
Manager, General Offices, Lawrence Building, Sterling, Il. 


Your Prospective Customers 


are listed in our Catalog of 99% guaranteed Mailing Lists. It also 
contains vital suggestions how to advertise and sell profitably by mail. 
Counts and prices given on 6000 different national Lists, covering all 
classes; for instance, Farmers, Noodle Mfrs., Hardware Dirs., Ziac 
Mines, etc. This valuable Reference Book free. Write for it. 


Strengthen Your Advertising Literature 
Our Analytical Advertising Counsel and Sales Promotion 


Service will improve both your plan and copy, thusinsur- 
ing maximum profits. Submit your literature for pre- 
liminary mod and quotation—no obligation. 
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DIRECTORY OF TRANSFER AGENTS, FREIGHT FORWARDERS, WAREHOUSEMEN, §) DI 
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Cable Address “HARSTEELE” RESHIPPING WAREHOUSE 
Established 1900 F.W. HAGEN 4&4 CO. 1131 EAST 771TH STREET 
Ocean Freights 
forwarding ~The J. H. W. Steele Co. inc. CHICAGO, ILL. ‘ 
— Insurance Banking Foreign Exchange Central House, " J Dosk House (100 5eev) 
ew York New Orleans Galveston Texas Cit Grand Crossing, South p Munse 
Savannah Chicago San Francisco of L yee, hd ae. eS Chgo. or HJ. & Del’y 
Special attention given to shipments through New Thru Transit and Chicago Freight Rates Protected. 
Orleans for Latin Americas. We are prepared to arrange GENERAL MERCHANDISE STORAGE, TRANSFERRING IN TRANSIT 
financing or credits on shipments. ANSHIPPING. 
Governed by [llinois Public Utilities Commission. 
CHICAGO CHARLOTTE, N. C. 
e = on . . (N . ) x." yo I age: 2 in beng one Borh, Caseiina. 
Chicago torage ansfer Oo. ot ne. ‘00 ar Ss ution, ner: ercnandise arenouse, 
Fireproof Building, North and South Carolina Distributors 
5817-61 WEST 65TH STREET for Westinghouse Electric Co., Laval Separator Co., 
Excellent facilities for shipping L. C. L. lots without cartage. Carload New York; B. J. Johnson Soap Co., Milwaukee; Cudahy 
distribution a specialty. Daily motor deliveries throughout the city at Packing Co., Chicago, Ill. (Soap Products). Rates = 
very reasonable prices. Floors for rent. quoted for storage and reshipping mixed cars. Write us. 
INSURANCE RATE, 15 CENTS 24-CAR SWITCH AMERICAN BROKERAGE & WAREHOUSE CO. Bure 
LINCOLN oe 
»> NEB. Trani 
Western Transfer and Storage Co. Best Distribution Point In the West of Dé 
220 TO 226 STANTON ST. Merchandise in car lots distributed to all points. House- mere| 
EL PASO, TEXAS hold goods assembled and shipped in car lots at reduced 
FORWARDERS AND DISTRIBUTORS rates. Cars sent to our warehouses without charge. 
DISTRIBUTION CARS A SPECIALTY GENERAL DRAYAGE AND STORAGE 
TWO WAREHOUSES ON TRACK Fireproof Buildings—Trackage Space, 7 cars. Refe! 
The only FIREPROOF storage in El Paso Service—the foundation of our success. 
Cut Rate Package Car Service from Seaboard Territory CARTER TRANSFER & STORAGE CO., 8th and Q Sts. BO 
EDGAR’S SUGAR HOUSE, INC. ST. JOSEPH TRANSFER CO. Luth 
620-532 LAFAYETTE BLVD. pent Exams” , 
DETROIT, MICH. ST. JOSEPH - - - - MO. M 
a 
Eight fireproof warehouses on tracks of o’ ~Y rail- MERCHANDISE STORAGE WAREHOUSE 
roads. The only two fireproof warehouses on the river 4 
front. Lowest insurance rates in the city. Twelve auto CARLOAD AND L. C. L. DISTRIBUTION. 
trucks for delivery. Write for further particulars. PROMPT SERVICE GUARANTEED. 1630 
Buffalo Storage & Carting Co. 
350 Seneca St., Buffalo, N. Y. A 
J 
Storage, Transfer and Forwarding 
Warehouse on New York Central Tracks oe 
The Wiley & Nicholls Co. ROCHESTER, NEW YORK J 
UNITED STATES BONDED WAREHOUSES AND General Storage. Forwarding. Carload Distribution. AT 
GENERAL STORAGE-DISTRIBUTORS Excellent facilities for reshipping without ca: e. Insur- 
Warehousemen and Forwarding Agents. Drayage and ance rate 12 cents. Members of American arehouse- Tw 
Heavy Hauling a Specialty. Fireproof Warehouse. Low- men’s Association and American Chain of Warehouses. 
est Insurance Rate in City. Write for particulars. s 
GALVESTON, TEXAS B. R. & P. WAREHOUSE, Inc. KING and MAPLE STS. 
OAKLAND CALIFORNIA Sacramento Byvank Transfer & Storage Co. 
oy ae) ’ eu Ot bith and R Sis 
804 


POOL CAR SE 


LAWRENCE WAREHOUSE © 


Warehouses and Docks 


Vpera 





CHICAGO 


Jos. Stockton Transfer Co. 


1020 South Canal Street, near Taylor Street. 


Teaming of Every Description—City Delivery Service 
and Carioad Distributors 


823-825 Lafayette St. 
WATERLOO, IOWA 


RESHIPPING AND DISTRIBUTING 
A SPECIALTY 





Louisville Public Warehouse Co., Inc. 
LOUISVILLE, KY, 


Import and export freight contractors, transfer and 
reshipping agents, custom house brokers. Bonded and 


free warehouses. 
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Questions on practical matters answered by 
EE Ekta ve tkie Cn dnnened otinecaeeer ast ees 


PERSONAL NOTES. ........ccccccceee SpdeaS beee ages 


n interstate commerce 
subscribers answered by an 


PRES ATION GP GHGS aces vivieccinccrsciccwccsees 


DOCKET OF THE COMMISSION 


Assignment of dates and places for hearing 
and argument of cases before commis- 
SEOMOTH ARG CURAMBIMOTS 2 oc ccccczcccecccvcss 





THE TRAFFIC SERVICE BUREAU 


WASHINGTON, Colorado Building 


Telephone, Main 3340 


CHICAGO, 418-430 S. Market Street 
Telephone, Harrison 8808 
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TRAFFIC ORGANIZATIONS 


THE NATIONAL INDUSTRIAL TRAFFIC LEAGUE.—Object: 
The object of this league is to interchange ideas concerning 
ec matters, to co-operate with the Interstate Commerce 
Commission, state railroad commissions and transportation 
companies in promoting and securing better understanding by 
the public and the state and national governments of the needs 
of the traffic world; to secure proper legislation where deemed 
necessary, and the modification of present laws where consid- 
ered harmful to the free interchange of commerce; with the 
yiew to advance fair dealing and to promote, conserve and pro- 
tect the commercial and transportation interests. 


Headquarters—Tacoma Bldg., 5 North La Salle St., Chicago. 


G, M. Freer ....ccecececccccccccccccscccccccesessnccenes President 
Manager Traffic Department, Cincinnati Chamber of Com- 
merce and Merchants’ Exchange. 


w. H. Chandler ......... oc ccccccccccccesseceseces Vice-President 
Manager Transportation Department, Boston Chamber of 
Commerce. 
ene Th, TOOT cictccccscccesccccsessecoccboss Secretary-Treasurer 
T. M. Crane Company, 836 South Michigan Avenue, Chi- 
cago, Ill. 
Po, EGOS va0ssccnesevecscccaseseedestee ....Assistant Secretary 


5 North La Salle Street, Chicago, IIl. 


CO —————— 
MANUFACTURERS’ ASSOCIATION, In Charge of Traffic of 
industries Located at Sterling and Rock Falls, Ill. 


See. TORRONE 6 bbc yccnccicendvarncestwesaeeee Cesenevoute President 
Oe ne ee Vice-President 
et S, BE o.0:cc'sasn0esksse<oveee abou ewes Secretary-Treasurer 
ee My CI 6 a5 0-4.siwh 09 5555bondis anes seawcaguaes Traffic Manager 


All correspondence relative to movement of traffic to or from 
Sterling and Rock Falls, Ill., should be addressed to the Traffic 
Manager, General Offices, Lawrence Building, Sterling, Ill. 


WE LEASE TANK CARS 
ALL STEEL MODERN EQUIPMENT 


LIQUIDS DESPATCH LINE 


Phone Canal 3400. 2500S. Robey St., Chicago, Il. 





















Every Interstate Rate 
Now Legally in Effect 


IS ON FILE 


with the 


Interstate 
Commerce Commission 


When you want Rate 
Data of any kind let 
us procure it for you. 


Special Service Department 


THE TRAFFIC SERVICE BUREAU 


505 Colorado Building, 
WASHINGTON, D.C. 
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“Exide”? BATTERIES 


Are doing big work—are making stor- 
age battery history in every field where 
there is need for storage battery power. 


For wherever storage battery power is required 


we have a type of battery for that particular 
service. 


The ** fronclad«Exide’’ Battery is the stand- 
ard source of power for the Industrial Truck. 





Batteries Manufactured by This 
Company Are Used 


By Central Lighting and Power Companies. 


By Telephone and Telegraph Companies and for 
Wireless. 


For Mining Locomotives, Railway Car Lighting, 
Switch and Signal Service, Battery Street Cars, etc. 


For Electric Vehicles and Industrial Trucks. 
For Automobile Starting and Lighting. 


Our nearest sales office will send you 
practical bulletins on request. 


THE ELECTRIC STORAGE BATTERY CO. 


+ The oldest and largest manufacturer of Storage Batteries 
in the country 


1888 PHILADELPHIA, PA. 1918 





New York Boston Washington Minneapoli D. Detroi 
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“TUDUUDNCSO ASUS UTE 


Used by 
the Navy 


speed up the handling of supplies 

and ammunition to our boys abroad 

the U.S. Government is equipping it, 

battleships, cantonments, Quartermaster’s 
Depts., etc., with 


Ze IDEAL 
STENCIL MACHINE 


“The Machine That Safeguards Your 
Shipments’’ 


! 
i 
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Speedy, 
Durable, 
Accurate 


Put Your Shipping-Room on an Efficient Basis 
Do away with tags, labels and hand-lettering—mark your 
shipments boldly and legibly, as the Government does, with 


stencils cut on the EAL Stencil Machine. Write for free 
booklet and sample stencils. 


IDEAL STENCIL MACHINE CO. 


20 Ideal Block BELLEVILLE, ILL. 


Sales offices in principal cities 


QAUUGLEVNLN:O0LE0UUU LEU ELASOV ROSES NA 


1 
H 


















STi ULIUNNUTUAADUNUU ENN USN AN AAD A 















1388 THE TRAFFIC WORLD 


Vol. XXI, No, 





—, 





War Savings and Thrift Stamps 
on Sale at Wells Fargo Offices 





Someone has said “Ships are the Key to Victory.” 
Thrift Stamps build ships. Each big ship con- 
tains 660,000 rivets, and each one of these rivets 
costs one dollar. Every four Thrift Stamps pur- 
chased means another rivet for one of oufr new car- 
riers and another blow against the Kaiser. 


Twenty-five cents starts you. With your first pur- 
chase you will be given a} “Thrift Card.” When 
you have filled the sixteen spaces you can exchange 
it for a $5 War Savings Stamp by paying a few 


additional cents. If you buy twenty War Savings 
Stamps before the end of this month of June they 
will cost you $83.40. After January 1, 1923, Uncle 
Sam will give you just $100 for them. Your 
profit will therefore be $16.60. 


A loan of only twenty-five cents by every person 
in the nation will provide the government with 
$25,000,000, or rivets enough for approximately 
thirty-eight big ships. How many rivets will you 
buy ? 


Invest Your “Quarters” in Uncle Sam’s Thrift Stamps! 
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